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This study was conducted for the Federal Railroad Administration's Office of Industry Finance and Operations
by the Research and Special Programs Administration's Volpe National Transportation Systems Center
(VNTSC). It is intended to provide FRA and other concerned officials with an understanding of how crews
are scheduled currently, why there is so much unpredictability in schedules, how various aspects of current
practices contribute to fatigue and stress, and what options exist to improve matters.

The author is grateful to the many managers and operating personnel of various railroads who gave freely of
their time in interviews and supplied most of the exhibits included in this document, to the union officials who
provided many valuable insights, and to all of the working engineers who participated in focus groups designed
to explore the causes of stress and fatigue in their lives.

Particular thanks are due to John Murphy, Chief of the Special Projects Division of the FRA's Office of InduStry
Finance and Operations, and to Richard Shamberger, also of that office, who served as Technical Monitor.
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The purpose of this study is to explore matters related to the scheduling and management of locomotive crews,
particularly as they impinge on fatigue and stress. The intent is to provide FRA and other concerned officials
with an understanding of how crews are scheduled cun-ently, the causes of unpredictability in schedules, whether
various aspects of cun-ent practices may contribute to fatigue and stress, and what options exist to improve
matters.

Since very little documentation exists pertaining to these questions, this exploration was conducted almost
entirely by means of interviews with operating managers, dispatchers and crew callers on various railroads,
discussions with BLE and UTU officials and focus-group sessions with working engineers, as described in
Section 1. A representative sample of seven Class I railroads participated.

Section 2 of this report describes the mechanics of scheduling ttains and crews on each of the seven roads.. The
timing of scheduling decisions, cun-ent problems and planned improvements in communications and control
are discussed.

S~ction 3, based primarily on the comments and views of engineers in the focus groups, describes the principal
factors contributing to fatigue and stress in the current environment. These include:

uncertainty as to the time ones next job will be called,

excessive working hours (at certain tenninals),

long commutes and waiting times (for some workers),

the poor condition of locomotives and other equipment (at some locations),

unsatisfactory conditions for sleeping at some tenninals,

poor distribution of workload among the crew, and

interpersonal conflicts with dispatchers and crew callers.

To this list, many managers would add deliberate choices by crewmen to do something other than resting even
when they knew the should be resting. Attempting to make quantitative statements about the relative imponance
of each of these contributors to fatigue would require appropriate survey data, which is not available.

Railroad management seems well aware of these problems and inclined to take action on some of them. In
Section 4, these possibilities are discussed. In particular, most railroads have plans to upgrade communications
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and control systems over the next few years so as to improve their ability to forecast train arrival and departure
times. Providing an eight- or ten-hour advance notice of call accurate to plus-or-minus two hours 90% of the
time or better is viewed as a goal achievable within three or four years by most of the managers interviewed.
Engineers and labor officials felt the prospects for meeting this target would be greatly enhanced if there were
a penalty payment assessed for each failure to supply such notice.

Because the vast majority of road crews work in first-in, first-out rotating pools, advance knowledge of train
depanure times is only half the solution to providing advance notice of call. In many situations, when one
worker unexpectedly "marks off' (becomes unavailable because of illness or any other reason) every other
worker with lower standing in the same pool moves up one position in the standings, i.e., leaves on an earlier
train than previously estimated. Providing an accurate advance notice of call would be impossible in such
situations. However, changing these practices could be done only in collective bargaining. Adoption of such
changes should be beneficial to both sides and may proceed expeditiously once systems for predicting train
departure times accurately are working well.

Some of the other sources of fatigue and stress, related to the condition of equipment and facilities, will require
significant fmancial outlays to correct. These raise questions about economic issues which are beyond the
scope of this study. However, many others are low-cost items, such as, broken air conditioners and wheel-
revolution counters.

Many of the remaining causes of stress and fatigue result from failures to adapt to changes in technology,
organization and location of facilities. Following these changes, seniority rights have left a good many
individuals in jobs which do not suit them very well in one way or another. Workers are often mismatched to
their jobs in the sense of having been compelled to move away from communities to which they have strong
ties, or in the sense of having very long commutes (longer than 50 miles), or sometimes in having to do work
which they dislike (e.g., redundant operating employees assigned to clerical jobs). Only the passage of time,
adjustments in relative wages and salaries, and/or "buyouts" can eliminate these individuals who are
mismatched to their jobs. Other failures to adapt to change are rooted in provisions of labor agreements dating
back decades. By and large, both labor and management know what needs to be done, but actually doing it is
often impeded by the gamesmanship of the negotiating process. In many cases the result of the bargaining
process is a phased-in introduction of some change so that it affects only new hires. Thus periods of more than
20 years may lapse before some of the desired changes described herein are fully implemented.
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1. 1 Background
In order to examine the subject of fatigue and possible sleepiness in relationship to the job of railroad operating
personnel, it is necessary to understand thoroughly the mechanics of the crew scheduling process and the
notification (crew calling) procedures currently in use. The scheduling and calling of railroad operating crews
is a function of the union-management labor contracts and the demands of an efficient rail freight system.
Although railroad personnel have a working understanding of their own systems, documentation of these
systems comprehensible by outsiders does not exist. A systematic examination of how crews are scheduled.
and the potential effects on safety, needs to proceed from specific factors. Careful scrutiny of the operating
environment is necessary in order to test hypotheses and to understand the full costs and benefits of
implementing alternative practices.

1.2 Objectives
The purpose of this effort is to develop a report that describes the present crew scheduling and notification
systems in objective, straightforward tenDS. For each railroad studied, key decisions and information flows
affecting crew calling are identified. Particular attention is focused on the causes of uncertainty in each of these
decisions. Ideas for improvements have been collected from each person or group interviewed. .

An understanding of how uncenainty affects fitness for duty has also been sought In the absence of established
objective measures of fitness for duty, the best alternative is simply asking working engineers about their
experiences and what causes stress and fatigue.

1.3 Approach
Examination of the literature revealed nothing in the way of descriptions of how crew scheduling systems work.
Although there is a substantial body of research on the effects of sleep deprivation and disruption of circadian
rhythms, none has been found which focused on locomotive crews. The few recent publications which relate
to railroads at all have been concerned with training personnel to cope better with their odd working hours,
rather than exploring the causes of those unpredictable hours and the prospects for reducing the uncenainty.

In view of the absence of useful documentation, the approaches taken for this project focused on gaining an
understanding of the issues through discussion with persons directly involved with managing and scheduling
locomotive crews and with the working road engineers.



1.3.1 Interviews
The bulk of this report is based on interviews conducted with staff and operating personnel of several major
railroads. These interviews were conducted on site at dispatching and crew-calling centers operated by the
participating railroads. Depending on the organization of the railroad in question, these sites may have been
located at the division level, at the single centralized facility for the entire railroad, or at some intennediate
level.

Most of the interviews were arranged by writing and/or telephoning each railroad's vice president for operations
and explaining the objectives of the project. Funher arrangements were then made with whatever officials
were designated by senior management. In some instances. contacts were initiated at the division level or

directly with the manager of crew calling.

Nearly all of the railroads contacted agreed to participate. The managers involved proved most generous with
their time in providing full and frank responses to all questions. Two of the roads, Burlington Northern and
CSX, contributed glossaries of crew-calling terminology, which were merged and reproduced as Appendix A.

Several labor officials were also interviewed. These discussions focused on their perceptions of the effects of
current scheduling practices on the fatigue and stress levels of their members and their ideas for improvements.
As with management, cooperation with the study was excellent

1.3.2 Focus Groups
In order to gain insight into the perceptions of engineers about the factors causing stress and fatigue, a series
of focus. group discussions was arranged through the cooperation of the Brotherhood of Locomotive Engineers.
These discussions allowed the author to question about two dozen engineers and directly observe their reactions

to various proposals for change.

The flTst of these groups consisted of six engineers working out of a major East Coast tem1inal. Their situation
was one in which ttain departure times were relatively more predictable than on most other railroads, but
working hours were greater due to a shortage of staff. Most worked in pools on jobs of 140-150 miles, but two
had assigned service runs of about 300 miles.

The second group consisted entirely of engineers working in road-freight pools. About half of them worked
in inter-divisional pools with runs of232 or 256 miles; the remainder worked on a 143-mile run. Their monthly
work quotas were based on 3900 miles, so that those in the long pools needed to work only eight or nine round
trips per month. Working hours averaged slightly more than 40 per week in this group, but total hours away

from home ran to 70-75 per week.

In the third group, most of the jobs were in pools exceeding 200 miles, but two were from extra- boards protecting
such service, and two were from helper districts. Monthly quotas were based on 3800 miles, which implies
eight round trips per month. An average of about 48 working hours per week were required to complete two

round trips.
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2. 1 Burlington Northern
The nation's largest railroad (by miles of track operated) is currently undergoing a transition from traditional
manual crew-calling practices to a computerized system. This change requires several years to irnplemenL In
this section both types of systems are described, based on interviews with BN officials in different regions.

Altogether, the BN starts about 500 n-ains per day, not including yard engines. About 825 road crews drawn
from approximately 14,000 n-ainmen and enginemen are required.

On the Nonhero Region. comprised of former Great Nonhero and Nonhero Pacific lines. train dispatching is
consolidated in Seattle and Minneapolis. but crew calling is mostly handled manually by clerks in the district
offices. The Nonhero Region starts about 150 trains per day. requiring about 440 crews per day from the nearly
6.000 engineers and trainmen employed. Interviews were conducted at regional headquarters and by telephone
with a district clerk.

Dispatching for the Southern Region is done in McCook and Alliance, Nebraska. Crew calling is being
consolidated at the division level. This transition was implemented early in 1989 for the Denver Division,
where interviews were conducted. This division includes 12 terminals and requires 300 to 400 crews per day
including yard service. 34 callers are assigned to Denver with six to eight on duty at any given time.

Train Dispatching

Nominal schedules for the entire railroad are established and modified by the staff in Overland Park. Allocation
of locomotives is also centralized there for the entire road In the Diesel Control Center.

Dispatchers in Seattle, Minneapolis, McCook and Alliance make the schedule adjustments, cancellations,
combinations and orders for extras as appropriate to traffic on a given day. They transmit their new lineups to
the clerks in the district offices and crew callers in divisional offices every four hours. These are distributed
via FAX to each individual clerk or caller. Dispatchers make the decision about what time to call a crew for a
given train and relay this information to callers or clerks by voice phone. The dispatchers have access to the
computerized crew-calling system and can readily incorporate crew-balancing considerations into their
decisions about where and when to run trains. Figure 2.1-1 shows this process schematically.

BN's most difficult problem in producing accurate estimates of train departure times is inadequate information
flow among yardmasters, dispatchers and shippers. This is especially true of unit coal trains, which comprise
90% of the movements on the Denver Division. Mine operators and power plants are supposed to notify the
railroad 24 hours in advance of the time they expect to release a train. However, they often experience
equipment problems and other difficulties which prevent their achieving their predicted release times.



Nominal Schedule
(created by marketing staff in

Overland Park)

Dispatchers
(4 locations)

District Clerks

(non-computerized)

Divisional Crew
Callers

(computerized)

Figure 2.1-1: Simplified Chart of Train and Crew Dispatching on the
Burlington Northern.
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Calling

Throughout the Northern Region, crew calling is done by clerks in the district offices using traditional
chalkboard or tagboard procedures to keep track of the status of each employee and pool rotation. Clerks make
their calls in response to the requests they receive by voice phone from individual dispatchers. Calling times
are set by local agreement and vary from one to two hours.

Collectively these agreements amount to a mind-boggling array of details about who may be called for what
kind of job under what conditions at what place. For the railroad as whole, the written rules and agreements
would fill a book case. Beyond these are a large but unknown number of informal agreements between local
chairmen and district personnel. District clerks are expected to learn all of these rules and agreements, at least
so far as they apply in the office where the clerk is working. To simplify that task, one BN clerk extracted from
the numerous rule books, manuals and labor agreements the handbook which is reproduced in Appendix C.

In a computerized division like Denver, crew calling is done from work stations like that in Figure 2.1-2. Callers
can perform any of the functions shown in the menu appearing in Figure 2.1-3.

Figure 2.1-2: Crew Caller's Work Station on the Burlington Northern.
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Figure 2.1-3: Main Menu of Crew-Calling Functions at the BN.

Information A vai/able to Employees

In the non-computerized districts, employees seeking infonnation about their next jobs have only two sources
--the district clerks or the tape-recorded announcements. Both are available through toll-free numbers.

The recorded announcements are quite detailed and typically run for several minutes. For a given terminal the
messages are blocked according to pool. Within each pool, the standings by name are given fIrst, with the time
each person not yet rested will have done so. Incoming crews are also listed. Then departing trains are described
with their expected departure times and sometimes some information about when the train in question passed
some prior station. This sequence is repeated for each pool in the district.

In a computerized division, the above described means of access are supplemented by tenninals at each
crew-station. These provide screens like those shown in Figures 2.1-4, 2.1-5 and 2.1-6. An automatic-voice-
response system is now being developed and tested.

Standings and lineups are also available on cable television in several towns where substantial numbers of BN
employees live. Cable operators provide this service at no charge to the railroad and at no additional charge
above their basic rates to subscribers. They find that it enhances the appeal of their service and makes use of
otherwise empty channels. BN updates the information fed to the cable services every one to two hours and
reports that the volume of telephone calls from the towns where this cable service is available has been
substantially reduced.

On the Denver Division, the accuracy of train lineups is monitored and reponed weekly. For the [lISt half of
1990, about 72% of all trains were called within four hours of the time originally estimated, 11 % were called
within four to six hours, and 17% were called more than six hours from the original estimate.
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Figure 2.1-4: Menu of Information Available to Trainmen and Enginemen.

Figure 2.1-5: Example of Train Lineup Available on Terminals at BN
Crew-Change Stations.
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Figure 2.1-6: Example of Standings Information Available on BN Terminals.
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2.2 Conrail
Conrail recovered from its economic distress of the 1970s and is now a healthy, profitable carrier, enjoying the
fruits of the heavy investments made in plant improvements. Many of its main lines are maintained for 70
MPH passenger train service and its fleet of locomotives is relatively new and well maintained. It is now
operating about 600 trains per day, of which about 95% arrive on time.

Conrail has long been an industry leader in the development of computerized control systems and its current
system can fairly be described as state-of-the art. Figure 2.2-1 shows an overview of a small portion of the
Albany Division control room. In the foreground are two Assistant Chief Dispatchers. Each of them supervise
about three Dispatchers, who sit at control stations nearest the wall of monitors. At their computer screens,
dispatchers and other officials may call up any of a large number of screens of data of various types or graphic
representations of how the railroad is functioning. For example, Figure 2.2-2 shows intermodal train TV!
approaching a cleared route on the mainline west of Ramsburg. The actual screen is in color.

Figure 2.2-1: Partial View of Computer Assisted Train Dispatch System
(CATD), at Conrail's Albany Division in Selkirk, NY
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Figure 2.2-2: Visual displays depicting train locations and movements, as well
as switch settings over sections of tracks, assist dispatchers in routing train
movements safely over a specific geographic area. This display shows the

position of a Conrail intermodal train, indicated by the symbol TV 1, as it
approaches a cleared route of main line trackage west of Harrisburg, PA.

Information about any particular train can be called up as exemplified in Figures 2.2-3 and 2.2-4. Figure 2.2-3
shows the progress of train MAll... 3 as it left S. Kearny, NJ at 0704 ahead by 26 minutes. At the time this screen
was captured, 16: 18, the train had recently passed point CP-ANTIS 32 minutes ahead of schedule. Figure 2.2-4
shows information about the power, crew and loading of another train, BUOI2.

If any train is running late, data regarding the causes of the delay and the number of minutes of delay resulting
from each of them, are available on a screen like that shown in Figure 2.2-5.

Interviews were conducted with officials of the Albany Division at Selkirk. The scheduling process described
is used throughout Conrail, although the proportions of various types of service, train speeds, traffic balance,
etc. may not be the same on other divisions. The Division officials interviewed included the General Manager,
the Superintendent of Transportation and the Supervisor of Crew Calling. Conrail's General Superintendent
for Road Foremen and Training was interviewed by telephone.

The Albany Division includes lines in New York, Massachusetts and Connecticut and operates about 110 trains
per day. About ten percent of these are TOFC/COFC or perishables trains which are operated on high-speed
schedules which are as regular as passenger service. Their crews enjoy regular, highly predictable assignments.
The remaining 90 percent of road trains are operated with assigned and pool crews. In the following sections,
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Figure 2.2-3: Screen View Showing Progress of a Particular Train.

Figure 2.2.-4: Screen View Showing Information about Power. Crew and
Loading of the Train BUOI2.
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Figure 2.2-5: Screen View Showing Information about a Late Train

crew calling procedures will be described separately for regular-assignment road trains, pool-service road trains,
and yard and local work.

Regular-Assignment Road Trains

The mainline of the Albany Division is the "Water Level Route" from Buffalo to the New York City area. On
the segment from Buffalo to Selkirk, there are six eastbound and six westbound assigned-service trains each
day. Under Conrail's labor agreements, wages for road crews are based on mileage, and the opportunity to
cover 306 miles in about six hours is eagerly sought. Crewmen who win these jobs enjoy comparatively high
pay, short working hours, and schedules which are highly predictable both as to work hours and time away
from home. Job assignments are bid off, based strictly on seniority with the result that the average age of crews
on this run is well over 50 years. Once an assignment is won, a crew member generally holds it for months
until a retirement results in a reshuffling.

Several of these b"ains are referred to as "relay" trains, as in "relay race." They run from one end of the Conrail
system to the other without any switching. Crews are scheduled to arrive 30 minutes before the train is due so
that paper work and other miscellaneous tasks can be completed and the late arrival of a crew member will not
delay the train. These trains normally remain stopped for less than two minutes to complete a crew change.
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Pool-Service Road Trains

For the other 90% of the Albany Division's trains, scheduling and crew calling are substantially more complex
and less predictable than for the assigned-service trains. The process begins with the rnilroad's master freight-
schedule book, which is also incorporated into the scheduling software. Everyone of Conrail's freights has a
schedule and in fact something like 95% of them are currently operating on that published schedule.

The decision making process begins with the Yardmasters, who look at the traffic on hand in their yards and
inbound on their computer screens as described above. Because of both daily and seasonal variations in traffic,
it is frequently economic to combine some trains, while adding extras at other times. Special trains, such as
coal trains, appear without any regularity. Scheduling is additionally complicated by the East Coast's
three-to-one imbalance between terminating versus originating loads. As a result. eastbound trains are shorter
and more numerous than westbound trains.

Based on the tonnages on hand and expected to arrive in the next few hours, Yardmasters make the decisions
about which trains will run at what time and build their depanure trains accordingly. When the last car for a
given train is on the departure track, the Yardmaster notifies the Assistant Chief Dispatcher responsible for that
yard that the train has been built The latter in turn calls Philadelphia, from which power is assigned for the
entire railroad. Because of the adequate size and high reliability of Conrail's locomotive fleet, there is rarely
any difficulty in providing a consist sufficient to meet schedule requirements.

As soon as the power assignment is confmned, the Assistant Chief Dispatcher infonns the Crew Dispatcher
that a crew is needed, whereupon the calls go out. Up to six crew callers are on duty at any time in the Albany
Division. The two hours between the time a crew is called and the time it reports for work are not wasted, since
it nonnally takes the Car Department about two hours to connect brake hoses and inspect the train.

Figure 2.2-6 illustrates these infonnation flows schematically.

The crew callers have available on their computer screens a substantial body of information about traffic and
the probable decisions of the Yardmasters about which trains will run at what hours. The Supervisor of Crew
Calling says that about 90% of the time. the crew callers are able to estimate accurately whether a man who
calls in will be called for a job in the next eight hours.

In making their decisions about whom to call, the crew callers are presented with a computer screen like the
one shown in Figure 2.2-7, which shows the extra list standing at 12:00 on January 25, 1990, for road enginemen
on lines east from Buffalo. Other screens, not shown, display the name, phone number(s), beeper number,
qualifications, seniority, rest status, and other factors ~uencing availability, such as personal requests.
Because of monthly wage guarantees, data about earnings must also be incorporated into the process. Also
available on subsidiary screens are many other data relating to work record, missed calls and other such factors.
The caller works down the list in the order presented on the screen of the workers who meet all criteria until
he succeeds in contacting one "qualified" to accept the job. "Qualified" means that the worker is not only
technically proficient in performing the job but also familiar with the route and "rested" as defined by the Hours
of Service Act.

Any worker who can not be reached and does not respond to his beeper within 15 minutes is so noted.
Accumulation of more than a reasonable number of such notations may subject a worker to disciplinary action,

s~h as suspension.
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Figure 2.2-6: Flow Char1 for Scheduling Conrail Road Trains and Crews.
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Figure 2.2-7: Example of Extra List Standing Screen,

Trainmen are guaranteed ten personal days off per year, plus their vacations plus sick days, but engineers have
no such agreements. The computer software keeps track of these requests and removes their names from the
calling list as required. Workers are encouraged to take their personal days on Sunday, Monday or Tuesday
because traffic is lighter on these days due to weekend factory closings.

Because of the imbalances in traffic, deadheading is sometimes required. Labor agreements limit the amount
of time a crew can be held away from home and housing them is certainly a significant cost. The Supervisor
of Train Operations is responsible for deciding when to deadhead crews. Most deadheading is done aboard
Amtrak trains on the mainline, but buses, taxis, limo services etc. are used elsewhere as required.

Yard Service and Local Freight

Crews on yard engines and local freights have regular assignments that tend to be stable over many months
and sometimes years. Although the pay is not as good as most road work, the hours are predictable, most of
the work is done during daylight, and a worker can spend much more time with family. These jobs are bid off
on the basis of seniority and many workers are happy to tradeoff the extra pay of road work for the other
advantages of yard work.

The flow chan for yard train and crew scheduling is presented in Figure 2.2-8.

On any given day, a few workers may be called from the extra board for yard and local work to allow for regular
workers who are ill, vacationing etc. By labor agreement, yard jobs start between 6:30 and 8:00 for the first
shift, 14:30 to 16:00 for the second shift, or 22:30 to 24:00 for the third. Workers whose regular assignments

are changed must be given 48 hours notice.
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Figure 2.2-8: Flow Chart for Scheduling Yard Trains and Crews.
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2.3 CSX Rai I Transport
In February, 1990, CSX completed centralizing its ttain-dispatching and crew-calling operations at its
Jacksonville operations center. Statistics for May, 1990, show that on an average day CSX operated 923 road
crew starts, 620 yard crew starts and 456 local crew starts. 13,400 persons were employed as trainmen or

enginemen.

The entire railroad is controlled from a large circular room, the wall of which consists almost entirely of video
projection screens displaying all track and traffic symbolically. About two dozen Dispatchers occupy control
stations on the periphery from which they can control switches and signals and converse with crews by radio.
Above and inside sit nine Chief Dispatchers interspersed with six Power Coordinators. At the center of the
room are a cluster of special functions such as the coal-train dispatchers, dispatchers for non-signalized territory
and the Amtrak coordinator. Figure 2.3-1 shows work stations of a Chief Dispatcher and a Power Coordinator
as well as a small portion of the wall.

Figure 2.3-1: View of a Small Portion of CSX Operations Control Room
Showing Work Stations of Chief Dispatchers and Power Coordinators.
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All crew-calling is done from an adjacent room at the Jacksonville operations center. About 6,000 telephone
calls were made each day to trainmen and enginemen to notify them of jobs. Around 20,000 calls were received
daily through the toll-free lines from employees seeking information about their next jobs.

The rules affecting crew scheduling are complex because CSX acquired about 46 different labor agreements
from its predecessor companies relating to various categories of work performed by train crews. The TMC

System incorporates all of these rules into its scheduling and crew-calling procedures.

Train Scheduling

Under CSX's Train Management Concept (TMC) every train has an assigned profIle which includes an ID

number, a nominal schedule and planned locations for engine and crew changes. Figure 2.3-2 shows a

simplified schematic of the information flows in TMC. Each train is identified by a six-character alpha-numeric

code. The fIrst four characters are the permanent "name" of the train while the last two represent the date on

which the train staned from its temlinal of origin. The system begins prompting the Yardmasters and Chief

Dispatchers for a decision about whether and when a specific train will run about twelve hours before the

departure time specified in its profile. Over the next several hours, the Operations Center Yard Masters and

Chief Dispatchers decide which trains on the nominal schedule will run and at what times. When they reach

a decision about the time to start a specific train, that information is passed to the crew-callers, at which point

the train is officially authorized.

This authorization results in the creation of a "Train Sheet" containing the train's ill, crew data, loads, empties,

power allocation, schedule of times it is expected to pass each station and crew-change times. The "hazard
graph" is also created based upon the distribution and types of loads in the train.

The train's location is continuously monitored in real time as it travels its route. As each crew completes its

portion of the run, the conductor enters a sequence of codes (typically about 25 key strokes) at a computer
tenninal to identify the crew, the time they went off-duty and any train-handling problems encountered. The

system transmits this information automatically to employee-records files, payroll, etc.

Crew-Calling for Assigned Service

Many of the approximately 2,000 crew starts each day have assigned crews, especially for the yards and locals.

However, the proportion varies widely according to the precedents set by the labor contracts and agreements

of the predecessor companies. About 75% of the former L&N trains operate with assigned service while only

about 10% of former B&O/C&O are so operated. Virtually all of the coal trains are unassigned.

The names of the assigned crew-members appear automatically on the crew-callers screens. For those trains

which operate on a regular schedule, no calls are necessary unless a replacement is needed for a regular assigned

person who is sick or vacationing. However, for most road trains, a call is necessary since the departure time

is somewhat variable. On former L&N territory, assignments are defmed by a plus-or-minus-three-hours time

window. If the train is not ready to depart within this window, a worker may be used on a different train, but

only if it departs within the same window as his original assignment.
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Figure 2.3-2: Simplified Flow Chart of the Train Management Concept
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Crew-Calling for Pool Crews

Depending on the division in question, a Yardmaster or Chief Dispatcher makes the decision as to when to call
a crew for a given train. This decision is passed to the crew callers by the TMC System.

A crew caller will then see a screen similar to the printout shown in Figure 2.3-3, which shows the standings
for a particular station for trainmen to work westbound trains. The caller works down the list until contact is
made. Phone numbers, alternates, beeper numbers, etc. are all stored in the system and dialed by the computer.
Information about rest status, vacations, regular days off, etc. are also presented on the crew-callers' screens.

Figure 2.3-3: Example of Crew Standings Printout.

Information A vailable to Employees

Train-crew employees who want infonnation about when their next jobs are likely to be called have three means
of inquiry available. Every CSX crew-change station is equipped with a computer terminal accessible to crew
members and normally used by them to generate various reports. Crews going off duty normally check the
system at that time.

An employee can see any of the types of infonnation listed on the screen print shown in Figure 2.3-4. The data
presented are automatically limited to the station from which the enny is made. Most commonly, the employee
would want to see the ttain lineup for the next several hours (Figure 2.3-5) and compare it with the standings
(example shown in Figure 2.3-3) to estimate when his next job is likely to be called. At this writing the train
lineup data are available for only the next four hours, but the TMC software is currently being modified to show
the tentative lineup for periods of as much as 24 hours ahead.
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Figure 2.3-4: Example Menu of Types of Information Available to Crewmen
through TMC Terminals.

Figure 2.3-5: Example Train Lineup.
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Away from a tenninal. an employee has two options for checking the train lineup and his standing:

(1) He may telephone a crew-caller. Although management would prefer alternative methods be-
cause of the expense of staffing to handle these calls, there are still about 7,000 of them being
received each day.

(2) An automated voice-response system which can deliver all of the infonnation available on the ter-
minal screens now handles about 13,(XX) calls per day. The infonnation it offers is more detailed
than that on the tape recorders it replaced and is updated continuously. It is most easily used from
touch-tone phones, however CSX has recently installed a speech-recognition system in order to
make this system accessible to employees in areas which do not yet have touch-tone service.

If the employee's standing and the train lineup suggest that he will likely be called to work on an intem1oda1
or manifest train, the employee can plan his schedule with a relatively high degree of cenainty as to timing,
because these trains operate on schedule most of the time. Figure 2.3-6 shows that CSX intermodal trains have
been operating within 30 minutes of their nominal schedules about 90% of the time in the past two years.
Manifest trains are considered on schedule if they arrive in time to make connections with their corresponding
outbound trains. This standard is now being met about 95% of the time as indicated in Figure 2.3-7. However,
crews on coal and other bulk-commodity trains are subjected to much greater uncertainty as to when they will
be called and how long the job will take.
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Figure 2.3-6: CSX Intermodal Train Performance, 1989 versus 1990.
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Figure 2.3-7: CSX Manifest Train Performance, 1989 versus 1990.
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2.4 Illinois Central
Dispatching and crew calling for all of the IC are centralized in the Chicago area. 1,500 trainmen and enginemen
are currently on the payroll to provide about 175 crews per day for a mix of jobs including six intermodal trains,
18 manifest freights, 25 locals, 80 switchers and road switchers, and 10 to 20 unit trains (coal & grain).

Train Dispatching

All road freights and switchers, except unit trains, have established schedules, referred to as the System Service

Plan. Each day around 10 AM the senior operating managers convene by conference call to consider what

schedule adjustments are necessary.

The result of this meeting is the "game plan," which describes only the extras, combinations, cancellations, and

significant depanure delays (i.e. greater than two hours). The game plan is normally updated at about 5 PM
and again at midnight. When circumstances warrant, additional updates are prepared.

Because the dispatching office is several miles away from the crew-calling office, FAX is used to transmit the
game plan to the crew callers.

Figure 2.4-1 shows a simplified flow chart of the decision-making process for dispatching.

Crew Calling

Six crew callers are on duty 'round the clock, seven days a week. One on each shift is designated lead caller,

but also handles a nonnal calling workload. They report to the Manager of Crew Callers, who in turn reports
to the Transportation Superintendent.

PS Technologies supplied the crew-calling software used by the IC, which runs on the railroad's mainframe.
Figure 2.4-2 shows a typical caller's work station, while Figure 2.4-3 lists the menu of functions available.

Typical examples of the types of information provided by the system include a listing of ttains enroute to a
given tenninal (Figure 2.4-4), duty hours of the crew on a particular train (Figure 2.4-5), working hours of a
particular crew or employee (Figure 2.4-6) or an employee's master record (Figure 2.4-7).

In addition to calling crews, the callers are also responsible for a number of other record-keeping activities, of

which the most time consuming is preparing tie-up repons. These are cwrently based on telephoned repons

from crews going off duty. A remote computer tem1inal to perform this function is now being evaluated. It

will pem1it crews to enter the data from this repon directly, thus reducing the callers' workload and speeding

the flow of information.
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Figure 2.4-1: Simplified Chart of Information Flow on the Illinois Central.
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Figure 2.4-2: Crew Caller's Work Station on the IC.

Although the computerized system keeps track of a wealth of data relevant to calling and effectively eliminates
some types of error, it cannot yet cope with all of the arcane provisions of the IC's labor agreements. Roughly
two per cent of the crew callers' business is still done with manual procedures. For example, at one yard, the
local agreement requires that yard crews be informed of their next jobs in person by a local clerk, rather than
by telephone. At another yard, four helpers are required on certain jobs, although no more than two are used
anywhere else on the system and the computer software allows for only two. Provisions related to "freezing"
jobs on holidays at Markham Yard require the use of an old tag board to keep track of these special situations,
illustrated in Figure 2.4-8. Management expects to deal with these situations by negotiating them out of future
agreements rather than further complicating the software.
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The rules embodied in formal and informal labor agreements are so extensive that no caller is expected to master
them for more than a few districts. Thus each of the six callers on a given shift is specialized to a different
portion of the railroad. No caller can substitute for another in a different region without extensive training.
Hence minimizing turnover in the calling staff is very important in minimizing calling errors and subsequent

gnevances.

Figure 2.4-3: Main Menu of Functions in the IC's Crew-Calling System.
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Figure 2.4-4: Example of IC Train Lineups.

Figure 2.4-5: Duty Hours of the Crew on an IC Train.
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Figure 2.4-6: Working Hours of a Particular IC Crew (top) and a Single
Member of that Crew (bottom).

Figure 2.4-7: Example of an Employee Master Record.
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Figure 2.4-8: An Old Tag Board Is Still Used to Keep Track of Holiday Job
Freezing at Markham Yard.

Information A vailable to Employees

At present infonnation about lineups and standings is available to employees mainly by phoning the callers or
the tape recorder through toll-free lines. This information will also be made available on computer terminals
at crew-change stations in the near future. An automatic voice response system is under consideration, but the
decision to install it has not yet been made.

Local chainnen have access to all infoffi1ation in the crew calling system through tenninals in the district offices,
but currently have no access through remote personal computers with modems.

As an overall average, about 90% of the IC's road freights leave their originating terminals on time (plus or
minus one hour) and about 75% arrive at their final terminals on schedule to the same tolerance. These figures
provide a good indication of accuracy of train lineups eight hours or more in advance.
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2.5 Soo Line
The 800 Line Railroad is now entirely owned by the Canadian Pacific, but independently managed. As such
its dispatching and crew-calling systems are drawn from several sources. It is currently installing a new

dispatching system purchased from its parent. The crew-calling system was purchased from the DRaW, while
its computerized time-keeping system is being developed in-house. These systems must all communicate, but
some of the interfaces are not yet fully automated.

Most of its dispatching is done in Milwaukee. Chicago-area lines are the major exception, because commuter
trains operating on its lines there must be handled in conjunction with Chicago Transit Authority dispatchers.
The s.ix territories controlled in Milwaukee are each dispatched from a separate room by a single dispatcher.
Harmon crc machines are used in some, while computerized track -warrant systems are used elsewhere. Figure
2.5-1 shows the Power Coordinator's board. A Hannon dispatching console appears in Figure 2.5-2.

The Soo Line requires about 180 to 200 crews per day. All crew calling is done from Milwaukee. Six callers
are on duty during the first shift. while four are required on the second and third shifts, seven days a week.

Figure 2.5-1 : View of Power Coordinator's Board.
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Figure 2.5-2: Harmon Dispatcher's Console.

Dispatching and Crew Calling for Road Freights

The process of train dispatching begins with the railroad's nominal schedule, referred to as the Freight Train
Manual. These schedules are established by senior management based on marketing considerations. Recently
the 800 Line has been adding trains as the Canadian Pacific has rerouted certain traffic.

Between six and seven o'clock each morning, the Manager of Train Dispatchers reviews the nominal schedule
and the "exception counts" data from each of the railroad's major terminals. These "exception counts" show
the number of cars by which the traffic on hand exceeds or falls short of the nominal length of the trains on the
nominal schedule. In consultation with the Power Manager, the Manager of Train Dispatchers decides which
trains to cancel or combine and where extras must be run. Movements of grain and coal trains are next added
to the day's schedule. Finally, the outlying, low-volume terminals are checked to see if they have any unusual
traffic which could not be accommodated by the trains already scheduled.

The results of this decision making are recorded in the "Turnover Report," which is prepared each day about
9 AM and revised about 11 PM. Figure 2.5-3 contains an excerpt form one of these reports. About 70 persons
receive this report electronically, including all of the dispatchers, yardmasters and crew callers.
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Based on the "Turnover Report," the infonnation about train movements displayed on their consoles. and their
radio conversations with train crews, the dispatchers update their lineups at least once per shift These lineups
are passed on to the crew dispatcher on paper. This entire process is summarized in Figure 2.5-4.

Figure 2.5-3: Excerpt from a "Turnover Report."

The crew dispatcher types in the lineups so that the information will be available on the callers' screens and
also available to the voice-response system. Figures 2.5-5, 2.5-6, and 2.5-7 show examples of the types of
information available on callers' screens and through the computerized voice-response system, which was
installed in February, 1990. The voice-response system is tone actuated, but tone pads can be purchased at lowcost by employees who have only rotary-dial phones. .

At present the voice-response system does not provide as much detail as the callers' screens. In particular, the
standings do not include the names of the individuals ahead of the caller, although management plans to add
this infonnation. Standings are now updated in real time, but train lineups are often several hours old.
Approximately two to three years will be required to network all of the systems so that all infonnation will

flow in real time.
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Figure 2.5-4: Summary Flow Chart for Dispatching and Crew Calling
on the Soo Line.
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Figure 2.5-5: Crew Caller's Screen Showing Standings.

Figure 2.5-6: Example of Employee Data Available on Caller's Screen.

2-33



Figure 2.5-7: Train Lineups as Shown on a Caller's Screen.

Yard Service and Local Freight

Crews on yard engines and local freights have assignments with regular hours that tend to be stable over many
months and sometimes years. Although the pay is not as good as most road work, the hours are predictable,
most of the work is done during daylight, and a worker can spend much more time with family. These jobs are
bid off on the basis of seniority and many workers are happy to tradeoff the extra pay of road work for the other
advantages of yard work.

By labor agreement, yard jobs usually stan between 0630 and 0759 for the first shift, 1430 and 1559 for the
second shift, or 2230 and 2359 for the thild. However, with the agreement of the local chairman, a different
starting time may be established for a specific job. Since these are recurring jobs, they are posted on the bulletin
board at least one day in advance. Usually no telephone calls are made for these jobs, unless someone from
an extra board is needed to replace the person regularly assigned.
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2.6 Southern Pacific
The Southern Pacific requires about 500 crews for through freights, about 280 for locals and road switchers,
and about 320 for yard service each day. Approximately 7142 trainmen, enginemen and yard service employees
are on the payroll.

Train dispatching and crew calling for disnicts east of El Paso are done from Houston. Roseville, California
handles all disnicts to the west The DRG&W subsidiary retains its own dispatching and calling activities. The
Roseville Center, whose managers supplied much of the information for this repon, was brought on line in June
1989, in temporary buildings. Relocation to a permanent building is planned during 1991. The Houston Cen ter,
was brought on line July 1989 in remodeled offices.

DIGICON Train Dispatching

TOPS Interyard reponing control system

TCC Yard inventory/reporting system

CCATS Crew calling and time keeping system

Train Dispatching

Dispatching at Roseville is done at 18 work stations like the one shown in Figure 2.6-1, using a software system
developed by Digital Concepts called DIGICON. There is one dispatcher on duty per district. Eleven assistant
chief dispatchers supervise this work, balance crews and perform other related functions.

Dispatching at Houston is done at 14 work stations. There are five chief dispatchers.

One of the two 19" monitors at each work station displays an overview of the trains for that dispatch district.
The second 19" monitor is used to zoom in on a particular segment of track and control switches and signals.
Today, this system requires very little data entry by train dispatchers. The system automatically passes data
between districts.

The dispatcher also has two other tenninals. The small "AVTEC" monitor is a touch screen to control
communication links. The other screen is connected to the SP developed TOPSrrCC systems.

The purpose of TOPS is to track the location and status of trains, locomotives, cars/vans, crews and waybill
data between yards. The purpose ofTCC is to maintain a standing track order to trains, locomotives and cars
and cars within yards. Today, O/S data (referring to the time a given train passed a specified station or control
point) from DIGICON is sent real time to TOPS/TCC to update the ETA's of trains.

The SP maintains timetables for most trains (known as schedule 26 or simply the "train schedule"). These are
incorporated in TOPS but not in the DIGICON system.

Decisions about which trains will run at what hours are based on "the train schedule" and consensus of assistant
chief train dispatchers, train dispatchers, the power chief at the center, roundhouse personnel and yard masters
at larger yards. This is based on several conference calls. Figure 2.6-2 illustrates the decision process.
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Figure 2.6-1 : Dispatcher's Work Station on the Southern Pacific.

Dispatching is a continuous process. The daily planning cycle begins each morning with a report generated by
TOPS, which shows the location of each primary train. The "delay report" shows the estimated times of arrival
for each train. More detailed information about any particular train is available on request. For example, Figure
2.6-3 contains a description of the progress of a train designated "2BNSZI'06," a container train operated for
Sea-Land. Actual arrival and departure times are shown for selected stations already passed at the time the
report was generated and estimated times are given for the remaining stations.

These estimates are based on a nominal, static schedule such as that shown in Figure 2.6-4, and do not take
into consideration the train's actual HP/ton, slow orders, etc. However, the use of DIGICON O/S times in
TOPS to adjust ETAs has significantly improved the TOPS ETAs during the second half of 1990. These TOPS
ETAs will be further refined in 1991. Also, installation of upgrades in 1991 to DIGICON are being considered
to project speeds based on actual conditions in real time.

As with other carriers, locomotive power failures, delays caused by track work and a variety of minor equipment
problems are penurbing the schedules of a substantial number of trains. As a result, some trains are as much
as four hours late in reaching their [mal terminals as compared with their nominal running times.



Figure 2.6-2: Overview of SP Train and Crew Dispatching.
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Figure 2.6-3: Example of SP Train Inquiry Report,

Figure 2.6-4: Example of an SP Train Schedule Input Form.
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Crew Calling

For the western region, 19 crew callers plus one chief are required for each shift to call about 425 crews per
day from among about 4,000 trainmen, enginemen and yard employees. Of these crews, about 280 are for

through freights.

For the eastern region, 13 crew callers plus one chief are required for each shift to call about 461 crews per day
from among about 3,142 trainmen, enginemen and yard employees, of which, about 175 are for through freigh ts.

At present, calls for crews are in response to telephone calls from train dispatchers, which the crew callers log
in a notebook. Callers receive their lineups on paper, with updates about every four hours.

The callers use computer temrinals like those shown in Figure 2.6-6 running software originally developed by
the DRG&W. On the SP it is called CCATS (crew-calling and time-keeping system). CCATS provides the
menu of functions illustrated in Figure 2.6-7. To call a pool crew for example, the caller selects option 11, then
keys in the district, pool designation, train symbol and on-duty time on the screen shown in Figure 2.6-8.
CCATS completes the screen with the names of the fIrst-out crew members in each craft, along with telephone
number and other pertinent data. Actual dialing is still manual, but alternative numbers are automatically

displayed.

Callers are authorized to grant rest beyond HSA requirements of up to 12 hours. They report that this provision
is widely used by extra-board employees to avoid yard jobs and is also invoked disproportionately on weekends.
Some pools are afforded the option of 28 to 48 hours rest.

Figure 2.6-5: Example of an SP Power/Cab Report.
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Figure 2.6-6: Southern Pacific Crew Caller's Work Stations.

Information A vailable to Employees

Information about board standings and train lineups is now disseminated to employees through a computer
telephone system or through computer terminals. The telephone system, marketed by Wang Laboratories,
called DVX, is currently handling about 15,000 calls per day at Roseville and 11,000 calls per day at Houston.
Today, inputs to DVX are updated only about every four hours so it functions like a conventional tape system.

SP supplies beepers, when appropriate, to its o~rating employees when they are away from home and provides
the usual toll-free access to the crew-callers.

CCATS tenninals have been installed at all crew-change points. These allow employees to see most of the
information relevant to them. The board standing information is updated in real time and is quite complete.
Other employee related data, such as time slip data (month to date), is available as a CCATS inquiry.

As with other railroads, the lack of current train lineups is a problem to individual crew members, the train
dispatch and crew-dispatch center and field personnel. This problem has been given top priority for systems
integration and programming to provide more "real time" infomlation, delivered via the most assessable media.
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Figure 2.6-7: CCATS Main Menu.

Figure 2.6-8: Screen for Calling a Pool Crew.
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In the fIrSt quarter of 1991, train dispatcher "site" data will be maintained on a current bAsis in TOPS/fCC. A
link from TOPSrrCC to CCATS will conven infornlation into crew districts in CCATS, providing lineup
information automatically and changing call status on various CCATS terminal displays. The need for manual
lineup updates every four hours will be eliminated.

In the second quarter of 1991, a computer-to-computer voice link will be made between CCATS and DVX
allowing the current data in CCATS, e.g., individual board standing and current lineups by applicable crew
district(s), to be available to crew members in voice fonn. Crew members will be able to phone in and receive
current data without the necessity for crew-dispatcher contact.
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2.7 Union Pacific
In the past year the Union Pacific has consolidated dispatching and crew management at the Harriman
Dispatching Center in Omaha. All lines are represented on video projection screens like those shown in Figure
2.7-1 in the "Bunker," a four-foot-thick-concrete-walled, tornado-proof enclosure for the three dozen dis-
patchers and supervisors. Directly above them are the crew callers, time keepers and other crew-management
support services. (See Figure 2.7-2.)

UP requires slightly more than 2,000 crews, of all types, per day, drawn from its 13,000 engineers and trainmen.

Like most other large roads, UP operates with a large number of different labor agreements affecting its various
territories and districts: Details of many of these have never been written down: Crew callers are expected to
learn all these details. Hence the period of on-the-job training is lengthy and a caller who is competent in one
district may not handle a different district very well without a year or more of experience. Several staff members
are working at incorporating all of the pertinent details of the many agreements into the crew-calling software,
but this task will take several years to complete.

Figure 2.7-1: View of a Small Portion of UP Operations Control Room
Showing Video Screens.
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Figure 2.7-2: Crew Callers, Time Keepers and Related Staff for the Entire
Union Pacific Railroad.

Train Scheduling

Dispatching at the UP is controlled by a master program called TCS (Transportation Control System), which

facilitates real-time information flows among all participants in decisions affecting dispatching and crew

calling. (See Figure 2.7-3.) The nominal schedule, referred to as the "Service Design," is established by the

marketing staff and adjusted from time to time as business conditions change. TCS takes inputs from and feeds

information back to all of the following: (1) the CAD system (Computer Aided Dispatching), (2) the MYOs

(Managers of Yard Operations), (3) the MTOs (Managers of Train Operations), (4) the corridor managers, (5)

the locomotive distribution coordinators, (6) the crew callers, and (7) crew balancers. There are hundreds of

information screens available within TCS. Those available at any given terminal depend upon its geographic

location and the responsibilities of its user. Figures 2.7-4 and 2.7 -5 are examples of screens of train movements

and locomotive distribution respectively.
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Figure 2.7-3: Union Pacific's Transportation Control System.
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Figure 2.7-4: Progress of Train NOFW on November 16,1990.

Figure 2.7-5: Power Available at St. Louis, MO on November 16, 1990.
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Figure 2.7-6: Example of an Outbound Train Lineup
at Station Designated MX283.

TCS data regarding train movements is combined with outputs from the CAD system in another program called
't= TL, " which generates the train lineups. Figure 2.7-6 shows a typical example of an "= TL" screen.

Crew-Calling

Based on the train lineups and standings presented to them by TCS and =TL, callers match up crews with
estimated train departure times. Figure 2.7-7 shows a partial list of standings for Cheyenne-Rawlins. By
moving a cursor to a name on the list, a caller can summon a screen of information about a particular employee
like that shown in Figure 2.7-8. Among other things this screen shows the employee's home telephone
number(s), beeper number and motel(s) where the employee usually takes rest. Provision is also made for
several other numbers, including tempornry ones phoned in by the employee. Dialing any of these numbers
can be accomplished by placing a cursor on the number and touching a key.

The system generates a record which is transmitted to the timekeepers showing the time for which an employee
was called. These are currently being matched with the time slips submitted by employees at the conclusion
of each job, but UP intends to automate this process in the next few years.
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Figure 2.7-7: Partial Listing of Standings on 10/30/90 for the Cheyenne
Rawlins Thrufreight Pool.

Figure 2.7-8: Example of a Screen Showing Telephone Numbers
for an Employee.
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Information A vailable to Employees

Infonnation from the =TL system and the standings data are available to employees through several media.
The newest of these is the A VR (automated voice response) system installed in February, 1990. Real-time data
are also available at computer terminals installed at all crew-change stations and through dial-up modems to
personal computers. The PC software required to gain access through phone lines has been distributed only to
local chaim1en at this writing. Figure 2.7-9 shows the menu ofinfonnation available. Finally, the usual tape
recorded messages are still available and still widely used with about 10,000 calls per day.

Figure 2.7-9: Example Menu of Types of Information Available
on Personal Computers.
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This discussion of the sources of stress and fatigue is based almost entirely on the remarks of two dozen working
engineers made during the three focus group sessions described in Section 1.3.2. This summary of the sessions
was circulated to the BLE local and general chainnen who organized the sessions for their review and reflects
any corrections made by them.

At the start of each focus-group session, there was a general discussion of the significance of stress and fatigue
in the lives of engineers. In every group, fatigue was felt to be a major problem, at least as much of a threat to
safety as substance abuse. Efforts by management, unions and government to curtail substance abuse were
viewed as having been largely successful; comparable efforts to mitigate fatigue and stress are sought.

Numerous incidents or near accidents were described in which an engineer had dozed off. They noted that
many of these incidents went unnoticed and that a large proportion of those that were noted by management
were dealt with through informal disciplinary practices, which generated no records. Thus they felt statistical
analysis of accident and incident records could not give a meaningful picture of the significance of fatigue.

3.1 Uncertainty as to Time of Call
In two of the three groups, unpredictable working hours were identified as the most important single cause of
stress and fatigue, although several other significant causes were also present, as described below. (In one
group, which was based at an unusually busy terminal, the sheer number of working hours was the primary
cause, as discussed in 3.2.)

Everyone of the engineers agreed that there was too much uncenainty about when he would be called to report
for work. Because of it, all commitments to family and friends were tentative and subject to frequent disruption,
which contributes to a considerable amount of stress and discord within many families.

Many participants noted that sleep was often taken at times and in amounts which were inappropriate to the
hours on duty which followed. If an engineer tried to sleep every day that there was a possibility he would be
called to work that night, he would hardly ever be able to participate in family activities. Hence there was a
tendency to go ahead with normal daytime activities and take the risk of having to work without being properly
rested, whereas if there were reasonable certainty about when jobs would stan, most engineers would be willing
to give up or reschedule the other activities. There were also many instances cited in which jobs were not called
until long past th~ time originally estimated, which resulted in situations in which the engineer was ready to
sleep again when the call finally came. In short, there was general agreement that the more certainty as to when
the next job will be called, the more likely an engineer is to be appropriately rested.



Closely related to uncertainty about the timing of jobs was thc scnsc of lack of control over one's life. At one
of the railroads, management strongly discouraged marking off for personal reasons, so much so that was hardly
ever done. Instead, men who wanted time off were forced to lie by calling in sick, to let the telephone go
unanswered or 10 verbally abuse the callers. Men whose personal ethics prevented their using these tactics
ended up working even more because of the time off won by the liars and cheats. The other two roads generally
allowed marking off for one or two or three days without penalty.

The causes of uncertainty about time of call were numerous and varied substantially among the three railroads.
At the first focus group, there was a perception (later confIrmed by management) that the railroad's ttain
scheduling system is sufficiently advanced that it could provide eight hours advance notice of jobs about 90%
of the time. However, in practice the engineers report that they are unable to get the information they want for
the following reasons:

(1) The usefulness of the information available from the crew callers is highly variable. Some callers
are almost always helpful and provide all of the information at their disposal. Other callers are habitually
prone to withhold information and are often downright rude. Sometimes the callers are so busy that
they really do not have time to provide complete infonnation.

Callers sometimes withhold information deliberately even when they have time to talk because they
know that crew members would prefer to avoid certain jobs and that if crewmen can estimate when
those jobs will be called, they will not answer the phone during that period in hopes of getting the next
(and better) job instead.

(2) Although infonnation on standing is available from a computerized voice-response system, it is
apparently not updated automatically in real time. Furthennore, infonnation on train lineup is not
included, hence the system is not very useful for estimating when one's next job will be called.

(3) Crew members have not been given copies of the codes that would permit them to check on train
lineups from the computer terminals accessible to them.

(4) As a result of the shortcomings of the other means of getting information, crewmen frequently reson
to calling Yardmasters and Trainmasters to fmd out when trains are likely to ready for departure.
Management attempts to discourage this practice but it goes on anyway.

(5) Although the railroad's computerized system was designed to provide access from personal
computers via dial-up phone lines, this option has never been implemented. The rationale for this
decision was unknown.

The engineers in the second focus group worked on districts in which train dispatching was only partially
computerized and crew management was still predominantly manual. Infonnation about train locations and
lineups was often simply unavailable to crew callers on a timely basis. Contributing further to their uncertainty
they described the following:

(1) Even when accurate infonnation regarding train lineups and crew standings was available to crew
callers, some of them failed to make it available to engineers. The reasons for their failure ranged from
being too busy, to incompetence, to personal hostility toward a particular engineer calling.

(2) Standings were frequently readjusted to satisfy various objectives of management and/or of labor
agreements. Examples of reasons for these changes include minimizing away-from-home lodging
costs, minimizing deadheading costs, and meeting mileage quotas of different districts supplying crews
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to an inter-divisional pool. The timing of the changes in the pool operation and the standings of
individual engineers was unpredictable.

(3) Infonnal, verbal agreements between callers and local chairmen can further alter the standings of
individual engineers in ways that are both unpredictable and unreported to involved persons.

(4) Trains, except for intennodal or other high-priority ttaffic, were often delayed until an away-from-
home crew was rested in order to minimize costs. This practice changes both lineups and standings and

creates additional uncertainty.

(5) Clerks were often derelict in updating recorded announce~nts of standings infonnation because
of other demands on their time. Examples were described in which announcements were more than 24

hours old.

(6) Reaching either a crew caller or a recorded announcement was sometimes difficult. Busy signals
and unanswered phones were a common occurrence.

(7) Those engineers who worked to a distant terminal which had computerized standings available
reported that the service was as yet of little value since train lineups, deadheading lists and other pertinent
items were not usually included.

At the third session, computerized dispatching and crew-calling systems had recently been installed, but the
engineers said that the accuracy of estimates of train depanures was still poor for the following reasons:

(1) The dispatching system does not yet have all the necessary automated communications links in
place. Thus the dispatchers are often working with information several hours old.

(2) Complaints about dispatching errors were common. Numerous cases of being stopped or held in a
siding for an hour for no apparent reason were reported. Meets were often poorly coordinated i.e.. one
train was put in a siding much earlier than necessary or desirable for efficient operation. These errors
caused delays and introduced additional uncertainty into the schedule.

(3) Certain dispatchers were reponed to delay trains for no legitimate reason, but rather to punish
engineers who had incurred their displeasure. Management was described as unable to fIre these
dispatchers because it was so difficult to attract anybody to fill the positions.

(4) Locomotive reliability is poor. The probability that one or more units in a consist will fail on a given
trip is estimated at 50%. Although it is usually possible to reach the destination, arrival will be delayed
significantly. Poor reliability results from an inadequate maintenance program coupled with tendency
on the part of middle managers to defer expenditures for replacement parts and equipment. Instances
of denial of equipment problems on the part of various managers were cited by several participants.
Failures by round-house crews to fill fuel tanks and sand boxes were also a problem.

(5) Many of the run lengths were chosen by management to require eight hours or more even with
everything operating nonnally. There is not much leeway to account for the minor delays and/or extra
work (doubling a hill, pickups and setouts, etc.) that occur most of the time. The result is that long-pool
crews frequently "die" under the Hours of Service Act. They are compelled to tie up and wait for
transportation to their destination tenninal, which adds further delay and uncertainty. Participants
reported numerous instances in which 15 or 16 hours had elapsed from the time they reported for duty
until they reached their destination tenninal or place of rest.

Dealing with all of these problems is a major challenge for the railroads. Engineers suggest the following goals:
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(1) Operating most trains on predictable schedules. Substantial investments in locomotives and track,
improvements at bottlenecks, etc. may be required in some situations.

(2) Dispatching systems must be upgraded and linked to other railroads and major customers to provide
reasonably accurate estimates of train arrivals and depanures.

(3) An adequate infonnation system for operating employees should show train lineups in each
direction, standings (with each employee 's n~ listed along with his rest status and any other pertinent
information, such as intended deadheads), and an estimate of when the calling employee will next go
to work.

(4) The information should be updated in real time.

(5) Access to the information should be available through a variety of means including automated voice
response, talking to the callers, remote terminals and home computers. Each medium should have
sufficient capacity that busy signals and unanswered lines are rare.

(6) Crews should be called eight to ten hours in advance, with a tolerance of one or two hours. (There
was great doubt that any such perfonnance would ever be achieved unless there were a significant
penalty payment for non-compliance incorporated in labor agreements.)

3.2 Total Hours of Work
At the fIrst focus group, it was agreed that the most important cause of fatigue and stress was simply the total
number of hours of work that had to be done. An upsurge in business, several retirements and some transfers
to Amtrak had left the pool significantly undersized. The inherent delay in recruiting and training replacement
engineers had led to a situation in which engineers were required to work 21 days straight in order to get one
day off, which was expected to persist for another few months. Although these engineers also identified a
number of changes in scheduling, information availability, etc (discussed below) which could help mitigate
stress and fatigue, none of these were as important as simply reducing the work week to 40 to 50 hours, at least
for those men who wanted the reduction.

In this group, there was an extended discussion of the issue of who gets which job. Like almost all road
engineers on U.S. railroads, their earnings were based on the number of miles worked in a given pay period.
However the number of hours required to cover a given number of miles varies greatly among different runs
in their district. For example, some 300-mile runs can almost always be completed in six hours, while some
l50-mile trips usually take more than 10 hours. Furthermore, some jobs generally offer a quick return trip,
while others usually entail a two-day absence from home. Hence, the present compensation system creates a
strong incentive to try to avoid undesirable jobs and to work as much as possible on those that bring maximum
pay for minimum hours. This leads to "call dodging" (taking the phone off the hook or letting it go unanswered
at the time an unwanted job is expected to be called) and "sharp shooting" (other manipulative practices intended
to secure desirable jobs and/or avoid unwanted ones). The result is a situation that provokes cheating and
conflict, especially when a terminal is very busy and many employees are working more than they desire.

The group estimated that a majority (about 60%) of the local membership actually preferred the heavy workload
because it allowed them to earn up to about $1800 a week. However, a substantial minority felt that the fatigue
and disruption of relationships with their families were not worth the extra money they were earning. They
noted that their colleagues who had transferred to Amtrak had given up ten to fifteen thousand dollars a year
in earnings for a regular five-day-week job, but were happy with the change. Several members aspired to
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certain assigned jobs that would guarantee them shaner. regular hours but lower income, hut figured they
would have to wait for years because of the small number of such positions.

In the other two focus groups. members expressed general satisfaction with the amount of work. which generally
averaged eight to ten round trips per month or 40 to 50 working hours per week (70 to 75 hours per week away
from home). No one voiced strong objection to the number of hours or miles worked. Every man who
commented said that the trend toward more inter-divisional runs had tended to reduce hours worked. thus
improving the quality of his life by allowing him IOOre time with his family.

Goals for changes in this area include:

(1) Maintaining pool sizes sufficient to insure that no one is compelled to work excessive hours. This
goal is generally met, but better planning to anticipate problems and greater flexibility in converting
trainmen to engineers are needed.

(2) The trend toward longer pools is helpful and should continue.

(3) Limitations on maximum number of hours worked per month in combination with a fixed base
salary were regarded as desirable.

(4) Penalty payments are needed to insure that "dead" crews are not left waiting hours for transportation
to their destinations or places of rest.

3.3 Waiting and Commuting Time
Several engineers complained that long commutes are another major contributor to fatigue, because of all of
the consolidations and reductions in employment that have taken place in recent years. Some train crew
members are now working out of terminals more than a hundred miles from their homes. A few were mentioned
in the focus groups who live more than two hundred miles from their terminals, and one lives about six hundred
miles away. Most of these long-distance commuters were trainmen, not engineers.

Such employees frequently arrive at work ready to sleep even though they have had eight or ten hours off duty.
They spent a good deal of their time on the job sleeping, except when switching or other activities required
their participation. Over a period of years, these problems should be reduced as employees relocate, but there
was general apprehension that future mergers and reorganizations could create new disruptions.

3.4 Equipment Problems
At one of the focus groups, inadequate maintenance of locomotives was cited as a major contributor to fatigue
not only because of its impact on schedule reliability, but also because the equipment failures directly caused
increased work load and physical discomfott. These engineers said they frequently had to work with bad-order
equipment on locomotives, including dynamic brakes, speedometers, telemetry devices and counters. The most
common defect was the lack of a working wheel-revolution counter (needed to tell when the rear end of the
train has cleared a specific point, as when stopping on a siding) resulting from the input connection never having
been installed. Engineers were particularly outraged that they would be held to blame for an accident caused
by this faulty equipment even when they had filed bad-order repotts. They noted that some managers were
ignoring these repotts in order to stay within their budgets.

A second major source of fatigue for the engineers in this group was the extremely hot weather characteristic
of the districts in which they worked. Although their labor agreements required that all locomotives be equipped
with air conditioners, they were not kept in good repair. Participants estimated that only 10 to 20 % of their
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runs were made with a working air conditioner in the lead cab. As a result they often worked in temperatures
above 100 degrees for many hours and suffered great fatigue as a result.

Some of the inoperative coolers were thought to be the result of sabotage by round-house crews. Labor

agreements require that if one unit in a consist has a working air-conditioner, that unit must be placed on the
point by the hostlers. However shuffling the consist order and/or turning units on the "wye" can easily take 30
to 60 minutes. Hostlers fmd it much quicker to disconnect a wire or pull a fuse so that no units have a working
NC and they can avoid reordering the consist. By agreement, engineers can put the unit with the working NC
on the point, but doing so delays the train and incurs the displeasure of the dispatcher, who may punish the
engineer later.

In each of the focus groups there were complaints about a variety of less-common equipment problems which
can contribute to increased workload and fatigue. These included: speed restrictions related to special cars;
glare from rain and snow reflecting from high-mounted headlights on some locomotives and new equipment
installed on engines without providing adequate instruction and/or simulator training. One incident was
described in which a crew was ordered by a supervisor to take a train which was un safely built. There was
anger about managers' lack of concern for safety in such situations.

As goals for improvements in these areas, the engineers suggested that:

(1) Locomotives should be maintained or replaced to bring power reliability up to 98 or 99%. h1
particular, air-conditioner maintenance should be mandatory in hot climates.

(2) Stronger regulations and/or agreements are needed to make cenain that engineers are not compelled
to operate trains with defective equipment or which are poorly built. Rights of refusal comparable to
an airline pilot's were sought.

3.5 Inadequate Sleep at Away-trom-Home Terminals
There was also general dissatisfaction expressed because of inability to get sufficient rest at the away-from-
home tenninal. Eight hours off duty seldom translates into more than four hours sleep because of the time
required to get to a motel and eat, coupled with the fact that sleep will be intemJpted by a telephone call two
hours before the next job starts.

In two of the groups, the rest facilities provided by the railroad were roundly criticized for their unsuitability
as places to sleep. Some were temporary buildings ("modules") located at yards. In these noisy locations, their
thin walls and inadequate air-conditioners resulted in very poor quality sleep. Frequent instances of being
awakened by the staff were recounted, which were the result of the staff having failed to keep track of which
person was in which room.

Sleep quality was often degraded at away-from-home tenninals by noise and other unpleasant environmental
conditions in the motels contracted by the railroads. Rooms adjacent to pools or patties were a common
complaint. Failures on the part of motel managers to inform house keeping staff that railroaders were trying
to sleep in the daytime were another.

Attempts to sleep out of synchronization with ones circadian rhythm were also a frequent cause of poor-quality

sleep.
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Suggested improvements in this area were:

(1) Crews should always be allowed the option of claiming ten or twelve hours rest whenever they feel
they need it At present some railroads permit these requests for some employees, but the practice
should be universal.

(2) Management should pay increased attention to the motels contracted to provide away-from-home
rest. These motels should be required to provide blocks of rooms for railroaders away from pools and
function rooms. Housekeeping services should be timed to avoid interfering with sleep. In some
instances, the motel is grossly unsatisfactory (filthy, located near an airport runway or rail yard, etc.)
and the contract should be awarded to another hotelier. Long-term contracts should be avoided so that
the railroad can maintain some leverage to force motel managers to attend to the special needs of train
crew members.

(3) Trailers and temporary buildings in yards or other noisy locations should be eliminated.

3.6 Conflicts within the Locomotive Crew
All of the engineers complained to some extent about how little help they receive from their fellow crew
members. In one group, most said they hardly ever got any relief. Numerous examples were cited of conductors
and brakemen who slept for hours and refused to help the engineer in any way.

Some engineers strongly favored converting conductors and brakemen to co-engineers with the expectation
that as such they would drive the train for a substantial portion of each trip and actively assist the engineer in
dealing with various other tasks.

3.7 Conflicts with Dispatchers
There were complaints about errors made by dispatchers in each focus group, but they were reported to be
much more frequent in one group. This group's railroad had recently reorganized dispatching functions in a
way that left many persons assigned to a center when they would rather be somewhere else. Dispatchers are
reported to be experiencing an unusually high level of stress, as evidenced by fist fights and domestic violence
among the staff. This situation, coupled with the dispatchers' dissatisfaction about receiving only about half
as much income as the engineers, has resulted in numerous instances in which dispatchers deliberately delayed
trains simply to punish the engineers. Numerous cases of being stopped or held in a siding for an hour for no
apparent reason were reported. Meets were often poorly coordinated i.e., one train was put in a siding much
earlier than necessary or desirable for efficient operation. These errors caused delays and introduced additional
uncertainty into the schedule.

In this group, cenain dispatchers were reponed to delay trains for no legitimate reason, but rather to punish
engineers who had incurred their displeasure. Management was described as unable to fire these dispatchers
because it was so difficult to attract anybody to fill the positions.

Difficulty in reaching dispatchers by radio was reponed by most of the engineers in all of the groups. In these
situations they felt anxious because they could not find out what was going on. Some of these difficulties were
due to equipment faults or poor-reception conditions, but some were known to have resulted from dispatchers
turning down the volume on their radios so that they could do other work without being disturbed by engineers.
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Excessively complicated rule books were cited as another source of conflict with dispatchers. In some cases,
they were described as masses of amendments and appendices that make them virtually incomprehensible.
Instances were cited in which neither engineers nor officers could figure out what the rule book required.

Several engineers mentioned that they frequently encounter situations in which they are told they will be held
on a siding for a considerable period of time, sometimes as much as a few hours. Crews feel they should be
allowed to rest or sleep in these situations. This is in fact common practice on some railroads and some
dispatchers accept it and simply call the crews on the radio when the time comes to move. It is however a
violation of company rules. Occasionally, crews are subjected to discipline. The rule is perceived as
counter-productive to safety because napping is probably the best use of a crewman's time in this situation.

Elimination of all conflicts between engineers and dispatchers is probably impossible, but engineers suggest
that a substantial improvement could be achieved by:

(1) Making the roles comprehensible. Rule books should be loose-leaf, with changes made through
page replace~nt rather than references to appendices and supplements. Computer displays in
locomotive cabs showing dispatching information as well as rules would be valuable, but only if an
adequate maintenance program were established for them.

(2) The numerous errors being made by dispatchers should be eliminated through better training of
dispatchers and the improvement of software in computer-aided dispatching systems.

(3) Some of the improper orders given engineers appear to be the result of personal vindictiveness on
the part of the dispatcher. Rettaining or replacement of incompetent or unsuitable employees and/or
system redesign will be needed to deal with the issue.

3.8 Conflicts with Crew Callers

Conversations with crew callers were often the focal point for a variety of conflicts between the engineers and
the rest of the railroad. Engineers want control over their lives; the rest of the railroad wants them to work
whenever needed. The caller is the intennediary for these demands and is under pressure to fill the job. not
make the engineer happy. In situations in which engineers are being forced to work more than they want to.
lying about being sick is often the only way to get a day off. This creates further distrust and conflict between
callers and crewmen.

Lack of fairness in the allocation of jobs was a major concern among some engineers. This was atnibuted to
the natural tendency of callers and fIrst-line supervisors to take the path of least resistance by piling work,
especially unpopular jobs, on those employees who were most reliable and least prone to complain. "Chronic
screw-offs," on the other hand were perceived as less likely to be stuck with undesirable jobs.

The practices of some railroads in continuously adjusting standings and train lineups to minimize costs generates
more conflict between callers and crewmen because it often invalidates whatever a crewmen has previously
been told by a caller.
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Most of the sources of conflict with callers would be eliminated if there were a requirement for a binding
advance notice of call (eight or ten hours with penalty for significant changes). Engineers would also like:

(1) Option to mark off at least one week-end per month without penalty.

(2) Option to mark off two days per week without penalty, but limited to low traffic days, typically
Mondays and Tuesdays.

(3) Effons by management to attract more competent employees for crew-calling positions.
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4. 1 Advance Notice of Train Departure Time

Most railroad managers are generally empathetic toward the desires of engineers for better information about
the timing of their jobs. Most are planning enhancements to crew-management systems toward that end to be
phased in during the next few years.

Better advance estimates of train arrival and depanure times are a priority at several roads because they are
expected to improve service to customers. facilitate efficient use of equipment and facilities and help avoid
terminal congestion as well as aiding crew members in planning their days. Managers also expect significant
reductions in costs for away-from-home lodging and deadheading.

Most of the managers interviewed did not offer explicit goals as to how accurate they expected advance
departure estimates to become. However Conrail reports that about 95% of its symbol freights are already
operating within plus or minus one hour of established schedules. CSX repons percentages in the 90 to 95
range for its intennodal and manifest trains. Unit trains, extras, etc. are not included in these numbers of course.

At the Union Pacific, management has established a goal of producing eight-hour forecasts of train departure
times which are accurate to a tolerance of plus-or-minus two hours 90 percent of the time. Some terminals are
close to achieving this goal, while others, mainly intermediate stations, have accuracy ratings below 30%.
Although considerable progress toward this goal has been achieved since dispatching was centralized, several
barriers remain, which apply to all roads.

Of these the most significant and difficult is the poor quality .of advance infomlation coming from other railroads
and unit-ttain shippers. They are supposed to provide a day's notice regarding the movement of unit trains or
unusual volumes of interchange ttaffic and do so most of the time. However, when a problem situation arises
on another road or at a customer's plant or mine, the individuals involved are quite prone to forget to call the
receiving road. Some managers estimated these "problem" situations OCCUlTed about 10% of the time. To deal
with these lapses, highly automated information exchange systems will be needed to insure that information
flows even when the humans who usually handle it are preoccupied with other tasks. Resolution of this problem
will likely require networking the dispatching and car-management systems of all of the major railroads.

Other aspects of the infonnation-quality problem include motivating clerks to make required manual inputs in
timely fashion and better linking of dark territory to automated infonnation systems.

Despite the trend toward better departure estimates, some managers expressed reservations about making
precise estimates available to locomotive crews. They point out that under some circumstances, making
information available to crews is an invitation to "dodging" or "sharpshooting." These tenns refer to attempts



to avoid calls for undesirable jobs and become available just in ~ to be at the top of the standings when a
desirable run is called.

.
4.2 Predictable Crew Rotation

Accurate advance estimates of train departure tilres are only half the solution to providing advance notice of
call; one must also know which employees will be available to crew each train. So long as pools rotate on a
straight first-in, flrst-out basis the matching of crew members with departing trains is straightforward. However,
if any employees who are supposed to be available for work prove to be unreachable or mark off for any reason
after an advance notice is given, then the projected jobs for all other employees who stand after them will
change, sometimes by many hours. Complex rules regarding who is eligible to work which job can lead to
errors by the crew callers which also disrupt the orderly sequencing of pools and extra boards. Juggling the
standings to minimize deadheading or lodging costs, or to satisfy mileage quotas creates further disorder.

Managers and crew callers interviewed for this study reponed widely differing experiences regarding the
predictability of pool rotation. In some districts, characterized by a sttong work ethic, the probability of a given
employee's working his predicted turn was estimated well above 90%. In other areas, call-dodging, marking
off when called and other problems were common. In the worst cases, the number of calls made per job filled
averages more than six, i.e. the probability that any given employee would actually work the job projected in
advance was rather low.

In order to increase the probability that a given employee will work his projected job, several options exist.
The most obvious is to assign workers to a given job rather than have them take the next available job in a pool
or extra board. That way, the unexpected unavailability of a given employee affects only a single replacement
worker from an extra board, rather than every other worker in the pool. Almost all yard, local and road-switcher
jobs are assigned service. However, among the roads interviewed, only Conrail and CSX had significant
numbers of assigned jobs in road freight service, most of them on high-speed intermodal trains. Assigned
service is feasible only where trains are run on regular schedules like passenger service, i.e, no cancellations
or combinations.

For the bulk of road-freight service, where traffic variability causes substantial schedule variability as well as
frequent cancellations, extras and combinations, other approaches are required. Several managers stressed that
missed calls can not be tolerated, i.e., discipline must be applied consistently whenever a call is missed. Some
also suggested that the information system serving the train crew must be explicitly designed to prevent abuse.
This means for example that any employee who has called in sick or marked off for any other reason is not
permitted to see standings or lineups until he first marks up again. This restriction is automatic with some
voice-response systems, but can not be implemented with simple tape-recorded ~ssages.

Some roads were alleged to tolerate missed calls and call dodging to some extent, although their managers
denied this was the case. Where such leniency exists, it provides workers with another means of avoiding work
when they are tired. However, it could also substantially complicate the task of trying to provide accurate
estimates of when a particular employee will next go to work.

Engineers suggested that the best way to deal with call dodging was to investigate why certain jobs were being
avoided and then correct those conditions; such conditions are, excessive delays, poor track, etc.

The Union Pacific is experimenting with a carrot rather than a stick on some of its districts, where management
has added to labor agreements a bonus of$356 per month to each employee who remains continuously available,
i.e., does not call in sick or mark off for personal reasons. Taking scheduled vacation days does not prevent
receiving the bonus. This incentive payment has proven highly effective in reducing call dodging and pennitted
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the railroad to operate with smaller extra boards in these districts. The smaller size of the extra boards in turn
allows the railroad to offer mileage guarantees to the extra-board workers.

Although this incentive plan appears on balance to be advantageous for all panies, management recognizes
that it has the perverse effect of discouraging an employee who is actually sick or severely fatigued £Tom marking
off.

Minimizing errors made by crew callers is another essential element in insuring accurate advance notice of call.
Computerized crew-calling systems appear to be helpful in reducing these errors, although they often suffer
significant error rates in the first year or so of operation. Data from Burlington Northern's Denver Division
showed that errors of the son that result in payments to employees were reduced to almost nothing by 18 months
after installation. However no data are available for cenain types of errors, such as awakening an employee
sooner than necessary, for which penalties are not established.

Managers generally feel that the enonI10Us number of local labor agreements, many of them infonnal,
constitutes a major barrier to the installation of a computerized crew-calling system and other improvements
in crew management. Thus they seek to accomplish the following in future collective bargaining:

(1) to reduce the number and complexity of agreements;

(2) to increase consistency in work rules across all districts;

(3) to create more long pools;

(4) to facilitate more equitable distribution of desirable versus undesirable jobs; and

(5) to establish stronger penalties for call dodging and other behaviors which disrupt orderly pool
rotation.

4.3 Improvements to Crew-Information Systems
As described in Section 2, most roads have added one or more enhancements to their crew-information systems
in recent years. Toll-free access to callers and tape-recordings is being supplemented with remote computer
terminals and computerized automated-voice-response systems. In a few instances, access through personal
computers via dial-up connections or video text on cable television are being tried.

More important than the new media are improvements in the accuracy and timeliness of the information they
convey. These are far more difficult to achieve for all the reasons noted above in Section 4.1.

4.4 Extra Rest Options
Extra rest above that required by the Hours of Service Act is allowed to some extent by formal policy on several
of the roads included in this study. Engineers on the BN may request ten hours rest whenever they tie up, even
if they have not worked more than eight hours. Without consulting any higher officials, BN crew callers and
clerks are authorized to allow operating personnel to mark off for 24, 48, or 72 hours at the home terminal,
provided that the employee agrees to mark up at the specified time. However, when the railroad is very busy,
callers naturally discourage these requests. Focus group participants felt the option for 10 or 12 hours rest should

always be available both at home and away-
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Figure 4.4-1: Handling Report Screen on the CSX. Showing Provision
for Extra Rest Request.

On the CSX, certain former L&N employees have long been accorded the right to declare whether they should
have eight, ten or twelve hours time off at the completion of a particular job. To do so, they simply key in the
desired numbers of hours on the "Handling Repon," which is routinely submitted by the conductor as a crew
goes off duty. Figure 4.4-1 shows an example of this screen. Extending this option throughout the railroad
would be simple from the point of view of hardware and software. However, it might require some increase
in employment level, the magnitude of which can not be predicted immediately.

The IC's labor agreements follow the national agreements on holidays and vacation days, but have for many
years provided for extra rest on request, referred to as "10 hours undisturbed," which is equivalent to 11.5 or
12 hours off-duty time. UTU employees are guaranteed this extra rest whenever they request it, but there is
no guarantee in the BLE agreement. IC management is content with these provisions for extra rest and does
not feel that they are abused excessively. Most employees make little or no use of the option of getting extra
rest. However a minority do use them consistently or at least consistently at one temrinal.

The SP has a long-established practice of allowing rest beyond the requirements of the HSA. Engineers may
request 8, 10, or 12 hours off duty. In cenain pools, options for 24 or even 48 hours rest are allowed. Although
there is no guarantee the request will be honored, denials are rare. Management notes that some employees
make use of extra rest much more than others and that most extra-board employees use these requests to avoid
low-paying yard jobs. This is not regarded as a serious problem.

Several districts in the up's Eastern Territory have labor agreements which allow for rest of up to 24 hours
between jobs at the employee's discretion. Time-sheet data show that this option is rarely used except on
weekends. As a result, extra boards must be sized relatively larger in these districts and productivity (train-miles
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per operating employee) is somewhat lower. Management is not disposed toward extending this option to other
districts.

In addition to extra rest, other options for scheduling rest were discussed with managers. One of these would
require that workers report when they had actually slept to the crew callers, probably twice a day. This data
would be entered into the crew calling system. The computer program would have to be modified so that the
worker's state of rest was no longer a simple binary variable as to whether Hours of Service rest criteria had
been met, but rather a more complex rating indicating how well a work assignment at a given time fits into a
particular worker's circadian rhythm pattern. Some managers said that modifying the software and collecting
the rest data would not be much of a problem from their perspective. However, they felt that some workers
would soon learn to manipulate the system in order to obtain or avoid jobs on given days and that the infonnation
they supplied about when they had actually slept would often be untnithful. This view was also supported by
engineers and union officials in the focus groups.

Finally, concerns were expressed by several managers that the most significant contributor to severe crew.fatigue 
is not the scheduling system, but rather the iITesponsible acts of a small percentage of the work force

who pursue cenain leisure interests during the time they are supposed to be resting, usually away from home.

4.5 Calling Windows
Another option to make T&E employees' lives more predictable and to facilitate getting proper rest involves
sub-dividing the pool crews and extra boards into two or three groups, each of which would be subject to call
only during a specified portion of the day, for example AM and PM. The difficulty with this suggestion is that
in most pools at current employment levels, the number of names that appear on a caller's screen at any given
time is generally not very long, typically five or six. A few of the managers interviewed said that in some of
the calling districts on their roads, they could get by fairly well with their pools divided in half this way. They
characterized these districts as being predominately rural with a strong work ethic. These are the districts in
which it is seldom necessary to make more than one phone call to fill a job.

The majority of the managers said that if the day were divided into even two calling windows, the frequency
of situations in which the caller exhausted his list would increase substantially. A three-window system would
be much worse. The size of the group eligible for calling at a given time period could be re-expanded by any
of several approaches, but each has substantial associated costs and implementation delay time: (1) increase
the total size of the work force (this would raise total employment costs and reduce the average earnings); (2)
qualify each employee for more runs (training time and cost, and very limited potential because most engineers
are already qualified for all runs in their districts); and (3) increase the size of calling districts (longer average
commuting time). Even if all three approaches were implemented to a substantial degree, the number of workers
available at any given time might still be much smaller than under the current practice.

Most of the managers interviewed felt that the introduction of calling windows would require increasing
employment at least 25% and a couple guessed it might be as much as 50%. They stressed that increasing
employment would raise operating costs and reduce average earnings. Thus they expected the idea would be
opposed by both management and the majority of union members. Some of them also noted that calling
windows would sometimes lead to train delays, which would result in additional demurrage and per diem
charges and degrade service.

A further objection was that track work, derailments, storms, etc. often result in situations in which a series of

several trains must be run in close succession, referred to as "fleeting." Under these conditions, almost all of
the qualified operating employees in a given pool may be needed to work at the same time. Calling windows
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would severely diminish the railroad's capacity to deal with these situations, unless employment levels were
increased substantially.

Calling windows could also complicate meeting monthly milage guarantees under some circumstances. In
summary, management was not enthusiastic about calling windows, doubted that labor would want them either,
and would accept them in collective bargaining only as part of a package with a significant quid pro quo.

4.6 Reduced Working Hours

Proposals for reduced working hours fall into two distinctly different classes, those reducing the number of
allowable hours on duty and those reducing the number of hours worked per month or per pay period. For the
reasons discussed below, the former are opposed by management, while the latter are embraced when combined
with other measures to improve pnxiuctivity.

A hypothetical reduction in the Hours of Service Act limit from 12 to 10 hours was discussed with some
managers. In some districts on some roads, jobs lasting longer than 10 hours are unusual, hence the impact of
the change would not be great. However, occasional jobs of 10to 12 hours are common on most roads whenever,
crack work, heavy traffic, etc. create delays. If these situations resulted in crews "dying" under a "10-hour"
rule, the costs and additional delays entailed in "dog catching" would make these problems all the worse.

For a railroad with a high proportion of long pools like the Southern Pacific, such a change could be catastrophic.
Many of the SP runs take eight hours or more even when things are going well. However, bad-order
locomotives, maintenance-of-way work, and other types of common problems result in a significant proportion
of SP road jobs taking more than 12 hours to complete. Hence, an unusually large fraction of crews die under
the HSA. On most days more than 20 crews die more than 25 miles from their destination terminals and thus
require "patching" (elsewhere known as "dog catching"). A much larger number die within the yard limits of
their intended destinations; their trains can be brought in by yard crews. (SP engineers at a focus group estimated
that a third to a half of their runs were brought in by yard crews; management retorted that this was an

exaggeration.)

Because of the situation described above, the SP would suffer severe adverse impact if there were any reduction
in the number of hours a crew could work. A ten-hour rule could result in the majority of through-freight crews
"dying." Management was thus quick to express its concern about the possibility of any such change in

regulation.

The alternative approaches to reducing working hours through increased productivity are naturally viewed
much more favorably by management. Increasing the number of miles travelled on a job is the most widely
used method of increasing pr()ductivity. Typically, adjacent districts are simply combined so that run lengths
are approximately doubled. Since crewmen are paid for the most part on the basis of miles travelled and are
allowed some quota of miles established by agreement with the union, those in long pools work fewer jobs per
month. The Burlington Northern estimates that engineers in long pools work an average of 45 hours per week,
while those in shott pools average 55 hours.

Not all managements are inclined to add more long pools however. The illinois Central, for example, has only
two longer than 200 miles. They work well because they can usually be completed in six or seven hours.
However, on most parts of the IC, a 200-mile run would take eight hours or more with everything going well.
Any of the common problems would push a crew to their 12-hour limit. Management views runs with a
significant incidence of "dog catches" as bad business both for the extra costs associated with providing relief
and because of the resulting poor schedule reliability.
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Several managers commented on the tendency of some pool~ to cxcccd mileage qUOtas consistendy. In most
labor agreements there is a monthly mileage quota, typically 3600 to 3900 miles, for engineers. Local chainnen
and managers are supposed to adjust the number of engineers in the pool at frequent intervals so that the actual
mileages stay close to these quotas. At some roads, the decisions are effectively left to the local chainnen. For
the most part, pools stay close to their quotas, but this is not always so. In some locations, a shortage of engineers
leads to working over quota. However in other districts, the overwork has nothing to do with any shortage.
Instead, it must reflect the desires of the senior membership to earn as much as possible, refen"ed to as "money

hogging."

Reducing time spent in commuting to and from jobs was also viewed as an impottant element in minimizing
fatigue. Because of the numerous reorganizations that have taken place in recent years, many employees are
reporting to work a substantial distance from their ho~s. Some railroads offer moving allowances and other
incentives to move to the new reporting terminal, but many employees have personal ties to their present
communities. Adjusting to reorganizations can easily take a decade.

Southern Pacific manage~nt brought up a proposal for a major policy change which could offer substantial
gains in productivity as well as mitigation of fatigue. This change amounts to adopting the "airline model" of
compensating operating employees. Under such a policy, engineers and trainmen working in pools oryard/local
assignments would be offered a relatively constant monthly salary in exchange for the performance of a
specified number of hours of work. Overtime hours would be limited to a modest amount Such an approach
would remove most of the complex rules for compensation currently in force as well as most penalty payments.
Working extremely long hours ("money hogging") would be impossible under this system. Accommodating
busy periods would be more difficult because of the limitations on hours under this plan, but extra boards and
reserve boards would be maintained. Other managers agreed that there is a trend toward establishing earnings
guarantees, and that eventually, salaries for operating employees may become the nonn.

4.7 Redistribution of Work within the Locomotive Crew
Several aspects of current labor agreements tend to frusttate the efficient utilization of manpower and thus
contribute toward fatigue to some extent. For example, when business increases, management would like to
be able to increase the sizes of engineer pools quickly by promoting trainmen who are already thoroughly
familiar with the territory. However, because the current wage structure provides very little incentive to accept
the promotion and because they would go to the bottom of the seniority roster if they did so, very few older
trainmen will accept jobs as engineers even when they have all of the necessary technical skills and familiarity
with a division. Hence, most new engineers are recruited from the younger trainmen, who require about sixm.<>nths of training before they can be fully qualified. .

Some railroads are seeking in collective bargaining to create co-engineers who are qualified to relieve the
engineer for a substantial proportion of any given run. Such changes could result in substantially less fatigue
among engineers, especially on longer runs. Although this policy is welcomed by the engineers, it is being
resisted by the UTU as a threat to the very existence of that union.

Because a rationalization of workload within the train crew threatens the rights of so many workers, collective
bargaining tends to lead to very gradual introduction of such changes. The 1985 national agreement specifies
that all trainmen hired after 1988 are required to accept promotion to engineers. Those who are unable to pass
the examination are subject to dismissal.

Several managers expressed a desire to increase salary differentials between engineers and trainmen in order
to create incentives for the conversion of trainmen to engineers or co-engineers.
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This glossary is based almost entirely on glossaries prepared by Burlington Northern
and CSX staff members. BN terms are represented by initial caps, while CSX terms
are in lower case. These glossaries were shown to managers responsible for crew

calling on other railroads, who were asked to comment. Their comments were
minimal, principally to the effect that they used similar terminology. A few additional
terms were suggested, which are italicized herein.

Some of the interviewees noted that there are cases of different words with the same

meaning and some cases of similar words having different meanings because of the
development of crew calling along separate lines of the different properties before
consolidation.



See "held-in-abeyance."abeyance

to pennanently eliminate an assignment. Conttast with "annul" and "lay
in."

abolish

Permanent discontinuance of a regular job or crew assignment. A bulletin
is required to reestablish the assignment.

Abolishment

Method of totaling time an employee is in a selected status such as To
Place. Time is totaled until employee changes status. The time count is
then halted until employee returns to .original status. Total time equals
the time spent in original status only.

Accumulative

a list of yard employees requesting additional work on their rest days.
rotating in first-in-first-out sequence. See also: "engineers'
supplemental list," "firemen's rotating board," "overtime list."

additional service list

the amount of time as specified by appiicable agreement that is required
between the time of employee notification, the calling time, and the stan
time of the assignment. "Calling time requirement".

advance call

advertise to solicit employees to bid on an assignment.

advertised start time The on-duty time of an assignment as established by an advertisement.

age roster see "seniority roster."

Time-on-duty situation that occurs when crew is called on duty with less
that 8 hours, but greater than 4 hours rest. Total time on duty in this case
equals length of time on duty previous trip and total time on duty trip

called for.

Aggregation

Written rules or contract between railroad and union that prescribes work
rules for one or more crafts. Can be either system-wide or apply locally
only. Agreements must be signed by authorized representatives of both

the union and management.

Agreement
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allocation table a table established by contract for the purpose of determining the relative
position of employees of the same craft but different seniority districts.
The table consists of sequentially numbered 'slots.' The contract specifies
the slots allocated to each seniority district Employees involved are
matched to the allocation table to get an Order Selection List (OSL)
number. The most senior employee in a particular seniority district
holding an assignment covered by the allocation table receives the fIrst
OSL number designated for his district The next most senior employee
involved from that same district covered by the allocation table receives
the next number allocated to that district, and so on. An employee with
a lower OSL number is ranked above an employee with a higher OSL
number, even if the employee with the lower OSL number has a more
recent seniority date than the employee with the higher OSL number.

annul to deactivate ajob for one day. See also "lay in." Contrast with "abolish."

Annulment Temporary discontinuance of a regular job or crew assignment.
Assignment is not abolished and employees are paid for lost wages as if
they worked assignment. Example is when an assignment is "layed in"
for a holiday.

Arbitraries Item or Items on a time slip submitted by TY &E employees to claim
additional pay. Claims are sent to timekeeping offices and forwarded to
crew calling by them if claim was made in connection with an error on
calling procedures. One example would be when a TY &E employee is
not called in the proper order and a runaround claim results.

arrive to bring a road assignment to or past some specified point. The specified
point for crew calling purposes frequently is different than that used for
TMS and TYMS purposes. Contrast with "relieve."

Arrival Time The time the train stops on it's designated track within a yard, as reported
on the train activity/delay report submitted at the conclusion of each trip
by the conductor. Used in some cases as a placement time on a crew
board and must be keyed into the tie-up screen in the Cr..m system.

assignment the extra board, pool or regular job to which an employee is permanently

assigned.

Assignment A scheduled job on which an individual or crew has designated work

responsibilities.

assignment, extra an assignment that is not regularly established. This is not the same as
an assignment to an extra board.
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assignment number the number of an assignment as used by the crew calling or crew
management system. The assignment number may have little or no
relationship to the "train number."

assignment, parent the assignment whose rest days are covered by a swing assignment

assignment, pool an assignment as a member of a pool crew.

assignment, regular the permanent assignment of an employee. An employee having a
regular assignment to an extra board ,might have a temporary assignment
to fill a vacancy.

assignment, relief another tenD for swing assignment. See "assignment. swing."

assignment, swing a yard assignment used to protect the rest days of another assignment.
the parent assignment.

Auto Call The situation where the crew calling system automatically indicates that
an individual or crew has routinely reported for duty at the scheduled
time without receiving specific notification to report from a crew caller.
Also referred to as "show", "shine" or "report".

Automatic Mark Up The action automatically taken by CMD to return an employee to an
active working status at a specified date and time, predetennined by the
crew caller and employee.

available marked up, rested, and usable.

Award Written notification that a successful bidder has been assigned to a job
or crew.

Away-From-Home
Terminal

A designated termin~l on territory where crews of a seniority district
operate to, which is on the end opposite that seniority district's home
terminal.

Bereavement Leave Layoff not to exceed three calendar days requested due to the death of an
immediate family member which is defined as a mother, father, brother,
sister, children, mother-in-law, father-in-law, half-brother, half-sister and

spouse.

a written or verbal request which, if awarded, allows an employee to
move to particular assignment or position on an assignment, or to hold
particular rest days. Bids are awarded on a seniority basis.

bid
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Bid Written request received from an employee for pennanent or temporary
assignment to a job, crew or extra board position.

Blankable Job A position on a crew that need not be filled by an extra employee if the

regularly assigned employee is not available for duty. Normally. firemen
and brakemen are on blankables.

blankable position 1. the second brakeman/helper position on a standard crew which could
be operated as a reduced crew in the absence of the second
brakeman/helper under certain conditions, and which has been filled by
a protected employee. 2. a flTeman/reserve engineer position which may
be operated unfilled under certain conditions.

blanked position 1. an unfilled second brakeman/helper position on a crew working as a
reduced crew. 2. an unfilled fireman/reserve engineer position which
may be operated as such.

Board Adjustment An increase or decrease In the number of crews or extra employees
assigned to a board or pool to provide average days or miles worked
within established minimums and maximums. Controlled by mileage
checks and performed by either the company or union representative.

brakeman a train service employee who assists with train and yard operations. This
term excludes conductors/foremen.

Brakeman Member of n-ain crew who works under supervision of the conductor.

brakeman position a position on an assignment which may be filled by a brakeman.

brakeman 1 another tenn for flagman. Contrast with "fIrst brakeman.

brakeman 2 another tenn for head brakeman. Contrast with "second brakeman."

Build Up Turns Turns which are created when a pool has no rested crews to operate a
ttain over a given territory. May consist of extta employees or a crew
from another pool.

Bulletin Written notice posted at TY &E reponing locations that announces the
existence of a job, crew or extra board vacancy on which bids for
assignment will be accepted. They indicate, in part, how long bids will
be accepted for and effective date and time of assignment
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Bump An exercise of seniority by a senior employee who displaces a junior
employee and accepts the responsibility of the position assumed.
Notification of a bump may be submitted to a crew caller either in written
fonD or verbally, depending on location policy.

bump displace or roll a junior employee (one with less seniority or with a higher
OSL number) on an established assignment or position on an assignment.
The following types of bumps or rolls do not apply at all locations or to
all crafts.

bump, 1 day a method of exercising a seniority move. The option to move to another
assignment in the same class of service for one day while the employee: 's
original assignment is annulled for one day. Same as "roll, 1 day".

bump, 10 day a method of exercising a seniority move. The option to move to a position
on another pool assignment within the same pool after having been on
the same pool assignment for at least ten days. Same as "roll, 10 day".

bump, 14 day a method of exercising a seniority move. The option to move to a position
on another assignment after having held a position on the same single
assignment for at least fourteen days. Same as "roll, 14 day".

bump, 30 day a method of exercising a seniority move. The option extended to all
employees in a particular seniority district and craft once a month to move
to positions on other assignments or to retain their positions. Same as
"roll. 30 day".

bump, 60 day a method of exercising a seniority move. The option extended to all
employees in a particular seniority disnict and craft once every other
month to move to positions on other assignments or to retain their
positions. Saine as "roll, 60 day".

bust the call see "cancel the call",

Call The process of notifying individual crewmen of the date, time and
position of their work assignment to which they are to report.

Called and Not Used A situation where an employee has already been notified to report for
duty and the work requirement ceases to exist. Employee is advised his
services are no longer required and proper placement is governed by
called and not used rules.

called down see "cancel the call".

called job an assignment for which the crew members receive a notification of the
time to report to work each time they are to be used.
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called on one's rest an employee or crew called while in resting status with insnuctions to
repon on duty at the termination of the rest period.

caller see "crew caller."

calling cycle the time period during which yard vacancies are filled.

Calling Limits Established one mile limit that employee must live within before shag
requirement is used.

calling time the time at which an employee should be notified of an assignment, based
on the assignment stan time as adjusted for set back or move ahead, made
earlier by the amounts of preparatory time, deadhead time, and the calling
time requirement, as applicable.

Calling Time Limit Amount of advance n.°tification that employees must be given prior to
the on duty time of train or job to be protected. This notification time
varies per locations and craft, however, is usually one to two hours,
independent of deadhead lead time and rest requirements.

calling time requirement the amount of time as specified by applicable agreement that is required
between the time of employee notification, the calling time, and the start
time of the assignment, e.g., if the calling time requirement is two hours,
then an employee should be notified at 1:30 to fill a 3:30 vacancy.

cancel the call to abolish a called assignment before it goes on duty.

chain gang another teffil for train pool.

Chain Gang A pool of crews protecting unassigned service with a specified home and
distant terminal which are worked on a first-in, first-out basis.

Cit Off A status wherein an employee, due to displacement or reduction in force,
no longer has sufficient seniority to hold a position within zone he or she
was working. Does, however, have sufficient seniority to hold a position
within the seniority district.

claim to move to a position on an assignment by a particular method of
exercising seniority with the intention of owning that position on a
permanent or temporary basis.

Class of Service Type of work perfonned while on duty. Can be categorized as yard
service, through freight, local, road switcher, etc.

coach hostler see "hostler herder."
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combined pool a group of crews consisting of engineer, fireman, conductor, and two
brakemen. A crew is not assigned to a particular train but rather is used
on a flIst-in-first-out, as needed basis.

combined pool crew anyone crew in a combined pool.

Conductor A member of crain crew who has overall responsibility for operation of
the crain.

conductor a promoted train service employee in ch.arge of train or crew. In yard
service may also be called foreman.

consolidated seniority a seniority district made up of fonner district seniority districts or prior
rights zones.

Continuous Method of totaling time an employee is in a selected status such as To
Place. Time is totaled until employee ~hanges status. The time count is
then halted and begins over when employee returns to original status.

Continuous Time Time-on-duty situation that occurs when crew is called on duty with less
than 4 hours rest. Total time on duty equals length of time on duty
previous trip, plus rest time (tied up for less than 4 hours -see aggregation
for more than 4 hours) and total time on duty of current trip.

Craft Classification of employees by type
fIremen, inside hostlers and outside
brakemen) and Yardmen (switchme

craft the individual occupational groups with which labor agreements are
usually written, that is, engineers, reserve engineers, firemen, conductors,
and brakemen.

Crew A combination of the. appropriate number of employees who possess the
qualifications needed to operate a train or engine.

the individuals working on an assignment. Unless specifically described
as engine crew, train crew, etc., the tenD crew will mean all individuals
on the a~signment.

crew

crew caller an employee who notifies ttain and engine crews to repon for duty. See
also "foot caller."

Crew Calling The composite process of assembling and scheduling individual TY &E
employees to man work assignments, such as trains and yard switch

engines.
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Crew Consist The number of employees and employee qualifications which comprise
a crew.

Crew Consist

Agreement
Refers to agreements negotiated between the company and unions
whereby trains meeting certain physical characteristics may be staffed by
one rather than two brakemen.

crew dispatcher another tenn for crew caller.

Crew Sheet Printout or display of entire TY &E personnel working jobs, crews or
extra lists, indicating the times and days that the jobs work or order In
which will be used to protect unassigned service. Run daily by crew
calling for a manual backup in case of system failure.

Crew Swap Action within the CI'vm system to identify that an individual or crew was
called for one specific train and due to operations either in the yard or on
the road (i.e.. parked one train and picked up another) tied up with another
train.

cut back to change an employee from engineer status to fireman or reserve-
engineer status.

cut off employee an employee who does stand for an assignment on either his prior-right
zone or his consolidated seniority district at the location where last
displaced and who does not elect to exercise seniority to an assignment
for which he stands at another location that has a reponing point in excess
of 30 miles from the reporting point of the location where last displaced.

cut-off point a number equal to the number of positions on assignments that are
available to be held.

Daily Markup The process under NP and CB&Q rules whereby switch engine jobs for
yardmen are awarded on a daily basis.

Dead Under Hours Of
Service

Employees who have performed continuous service for a maximum of
12 hours during a tour of duty.

Deadhead The process of moving an individual or crew, in a non-working status,
from one location to another.

deadhead ttainman or engineman moved without perfonning service, from one
location to another at railroad convenience. Deadhead service may be
either paid or not paid. See also "deadhead continuous" and "deadhead

separate."
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deadhead combined See "deadhead continuous."

deadhead continuous to travel to the place of assignment and then work the assignment without
an intervening eight hour rest period. This deadhead time is counted
toward on-duty time of assignment deadheaded to work.

deadhead separate to n-avel to the place of assignment and then work the assignment with
an intervening eight hour rest period. This deadhead time is not counted
toward on-duty time of assignment deadheaded to work.

Decision Tables Steps that insn-uct the CMD system which employee to present for a
vacancy fill.

Delay Report Slip submitted by TY &E employees at the conclusion of a tour of duty
to indicate a detailed report of activities which occurred. Used by crew
calling operations to supply pertinent data to CMD system.

Demoted An employee qualified to work a higher rated job, i.e., an engineer VS. a
fIreman or conductor working as a brakeman, but is currently working a
lower rated position either because of insufficient seniority or by choice.

demoted engineer an engineer who can no longer hold an engineer's assignment because
of a reduction in the number of assignments.

Departure Time The time normally specified by the conductor on the delay report that a
train fIrst pulls on track to depart a given terminal. Used to detem1ine
runarounds en route and must be keyed into the CMD system upon tie-up
through information received on a crew's delay report.

Dismissal The result of a formal investigation wherein an employee Is dismissed
from the service of the railroad and has no work privileges for an
indefinite period of time.

Dispatcher An employee who controls and directs the movement of U"ains.

displace exercise seniority rights over a junior employee onto the junior

employee's assignment.

displaced to have lost one's assignment through either bump or assignment
abolishment. See also: "misplaced".

dog catch see "hours of service relief crew"

Dog Catching Shon turnaround service to relieve crews that have died under the Hours
of Service Law wherein a train and engine crew is sent to relieve the crew.
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dog law see "hours of service law.

dovetail a method of combining two or more prior rights zones into a consolidated
seniority district. The employees are placed on the consolidated roster
in straight-seniority date order without regard to prior-Tight-zone priority.

Emergency Board Listing of employees who may be used to protect vacancies when extra
board personnel are not available.

emergency conductor a qualified conductor not holding a regular assignment as a conductor.

emergency engineer a fireman'who is qualified as an engineer but has not established a turn
as such. (not a former-B&O rule 29D man)

emergency furlough list a list of furloughed employees who may be used to protect service in their
respective seniority district. Employees are used off emergency furlough
lists in seniority order.

emergency service list furloughed ttainmen who have submitted written requests to protect
service in their respective seniority disnict Employees are used off
emergency service lists in seniority order.

Emergency Work Work opportunity that exists when there is a vacancy and no regular extra
employees are available to protect.

engine crew the engineer on the assignment and the flreman!reserve engineer if there
is one.

engine delivery service a crew whose task is to deliver light crew engines to a point on line of
road or to another tenninal.

engine peddler a three man crew, engineer, fireman, brakeman/helper, whose task is to
deliver or retrieve light engines within yard limits.

engine pool a group of crews of engineers or of engineers and fireman/reserve
engineers. Engine pools generally rotate on a flfSt-in-flfst-out basis.

engine pool crew anyone crew in an engine pool.

engine relief another tenD for engine peddler.

Engineer A member of a train or yard crew who is primarily responsible for the
operation of the locomotive.
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engineer an employee qualified to operate locomotives in other than hostler

operation.

Engineer Trainee A fireman (helper) who is receiving classroom and on-the-job training
designed to develop the qualifications needed for promotion to
locomotive engineer.

engineer trainee an employee that has entered training for employment as engineer under
the jurisdiction of the Road Foreman of Engines.

engineer's position a position on an assignment which may only be occupied by an engineer.

a list of regularly assigned yard list engineers requesting yarn work on
rest days. See also: "additional service list," "fIreman's rotating board,"
"overtime list."

engineers'
supplemental

Enginemen A tenninology used for grouping empl<?yees who are responsible for the
movement of locomotives. Engineers, fIremen and hostlers are included.

Equalization The proportionate allocation of work between seniority districts when
the employees of one seniority district operate in or over the territory of
another district. Mileage regulations use this method frequently with
active/inactive pools.

equity a fair allocation of the number of assignments or positions on assignments
that are available between the different seniority districts protecting such
work, usually based on percentages of the work done in the past

extra board a group of employees, either engineers, firemen/reserve engineers,
conductors, brakemen, or u-ainmen, which has been established by
contract to cover temporary vacancies in their respective craft and
seniority districts. Extra boards rotate on a Ilfst-in-first-out basis.

Extra Board Listing of extra employees who are used to protect positions of assigned
employees that are unavailable for work.

extra crew a crew assembled from employees taken individually from extra boards
or other such sources, as opposed to a pool crew.

Extra Job An unscheduled job that is worked. as needed, to accomplish work that
is beyond the capabilities of regularly assigned jobs. Extra jobs are
normally manned by extra crews made up of extra board employees.

Extra Man Employee who is not regularly assigned to a job or crew, and is used to
protect the positions of assigned employees who are temporarily
unavailable for work.
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Extra Train An unscheduled train that is operatcd to accomplish work or move
tonnage that is beyond the capabilities of regularly scheduled n-ains.
Exn-a n-ains could be manned by either pool or exn-a crews.

the failure of an employee properly called or assigned to a show up
assignment to report for work.

fast freight a class of service on the fonner-L&N.

Final Terminal Delay A penalty that is payable to crewmen for management's or their own
failure to tie up their train after reaching a point either at the entrance to
the yard or a designated track for yarding the train. Must be reported into
the CMD system upon tie-up from information received on the delay

repon.

final terminal delay time after the train has "arrived" measured from the time the train reaches
some locally agreed point, usually a yard board.

A member of train or yard crew who is under the direct supervision of
the locomotive engineer and assists in the operation of the locomotive.
A fireman mayor may not be a qualified engineer.

Fireman

fireman an engine service employee who is neither a former-L&N engineer nor
an engineer trainee, and who is either not promoted to engineer or is
promoted to engineer but is currently cut back from engineer status.

fireman's position an engineman's position which may be filled by a fireman.

firemen's rotating a list of former-C&O firemen and board hostlers who have made
application for work other than on their regular assignments. Employees
originally marked up to the board in seniority order but are thereafter
used in flfst-in-first-out order. This work is not limited to rest days.

first brakeman the required brakeman's position on an assignment with a blankable
brakeman's position. Contrast with "brakeman I."

First-In The crew or individual who has the earliest board placement time.

First-In, First-Out Board or extra board rotation process by which the crew who has the
earliest placement on board from previous trip is the fIrst one selected
to satisfy a work requirement.

the method of rotating the relative standing on a list or in a pool. It means
the first one onto the list will be the fIrst one taken from the list.

first-in-first-out
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first-out the employee or crew on a rotating list or pool which is next to be called
for service. Contrast with "oldest."

first pool the group of fonner-L&N First Pool Engineers. They are used to protect
road service runs,

first pool engineer fonner-L&N engineer holding a position in the First Pool.

first pool reserves the group of forrner-L&N First Pool Reserve Engineers. They are used
in reserve engineer pool service.

first pool reserve fonner-L&N reserve engineer holding an Engineer's position in the First
Pool Reserves.

fishing pool another tenD for the reserve engineers guaranteed extra board.

a type of vacancy to which a fonner-L&N engineer or reserve engineer
may make a seniority move. The vacancy must have already been vacant
for at least five days or it must be known that the vacancy will be vacant
for five or more days.

flagman the member of a standard crew responsible for work done in connection
with the rear section of the train, especially, in territory where designated,
protecting the train from any following trains. This tenD does not apply
to any member of a reduced crew.

foot caller a caller who actually goes to where the train or engine service employee
is located for the purpose of calling. Where used, they are required by
contract at locations without a telephone within one mile of the crew
caller's office.

Footboard Yardmaster A yard foreman who is insU"Ucted to act in the capacity of yardmaster.

The arbitrary assignment of the appropriate employee to a bulletin
position when no bids for the position are received.

force assign to place a junior qualified employee on an assignment for which no bids
were received.

Foreman A member of a yard crew who has overall responsibility for the
performance of a yard crew's assigned work, including the supervision
of the enginemen and other yardmen on the crew.

Former Road A pre-merger railroad which a TY &E employee was affiliated with
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see "bump, 14 day-

fourteen-day roll see "bump, 14 day."

FTO See "final tenninal delay",

Furlough A status wherein an employee. due to displacement or reduction in force,
no longer has sufficient seniority to hold a position anywhere within the
seniority district

an employee whose seniority does not entitle him to hold an assignment
on his seniority district.

furlough list a list of furloughed employees.

General Chairman A union's designated representative for a group of employees within a
specific geographical area. .

gouge to recover mileage from an engineer by holding him out of service
because the engineer worked miles in excess of contractual limits in a
previous month.

guarantee pay the amount of wages to which a qualified employee is entitled. subject
to certain conditions.

guaranteed extra board an extra board on which the holders of assignment are guaranteed a
specific amount of pay provided they meet certain conditions.

Guaranteed Extra Board An extra board that is insured a minimum number of days' pay regardless
of the number of days actually worked.

head brakeman a member of a standard .crew responsible for work done in connection
with the forward section of the train. In transit, a head brakeman would
usually be stationed in the locomotive. This tenn does not apply to any
member of a reduced crew.

head man another tenn for head brakeman.

held-in-abeyance an assigned reserve engineer who has been held off of his assignment in
anticipation of possible use as an engineer or hostler.

helper yard brakeman.
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Helper (Switchman) A member of a yard train crew who works undcr thc supcrvision of the
engine foreman.

Helper Service A job wherein one or more locomotives are used to assist a train over a
severe grade, including mountain grades. Crew consists of one engineer
and one fIreman, brakeman or conductor.

herder see "hostler herder."

Herder A yardman (switchman) who is a qualified and promoted foreman that
lines switches for the intra-terminal movement of trains and on-track
maintenance and hoisting equipment within the yard.

Hire Date Date employee was fIrst employed by the railroad and began training for
qualification within the craft hired for.

Hog Board A seniority board that does not rotate on a fust-in/first-out basis.
Employee with highest seniority date is always placed fIrst out upon
arrival.

hog law see "hours of service law.'

hold to own a position on an assignment either on a permanent or a temporary
basis.

hold down the use of displacement rights to claim an advertised vacancy; to be
assigned to or apply to hold a vacancy for a period of more than one trip.

Hold Off A situation in which an employee is not pennitted to work his regular
assignment for a cenain period of time. Cases where he may be held off
include: missed calls, laying off on call, excess miles or held off to protect
another class of service, such as a fireman held off to be used as engineer.

Home Terminal A designated terminal on the territory over which the crews of a seniority
district operate that is the originating point for service performed.

hostler the assignment, usually to an engineman, especially flfemen, operating
light engines in designated enginehouse territory working under the
direction of an enginehouse foreman. Same as: "inside hostler." Contrast
with "outside hostler."

Hostler Enginemen who are responsible for the operation and movement of
locomotives within designated mechanical areas (Inside hostlers) or
beyond the limits (outside hostlers). They are not in all cases qualified
to operate locomotives outside of yards.
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Employee who assists an outside hostler in the movement of locomotive§
within and beyond the limits of designated mechanical areas.

hostler herder the conductor's position on an outside hostler assignment.

Hours of Service Law A federal law which limits the number of hours that TY &E employees
may be required or permitted to work. Maximum time is 12 hours
obtained consecutively, in aggregation or continuous time. After 12
hours of performing service, must have at least 8 consecutive hours of
rest.

hours of service law the Federal statute which provides that all crain and engine crews must
be relieved after having been on duty a total of 12 hours.

hours of service relief a crew whose task is to provide relief crew for another crew tied up under
the hours of service law.

Independent Method of totaling time an employee is in a selected status such as To
Place. Time is totaled staning when employee fIrst enters status and
continues regardless of any status change employee may enter, until he
returns to active status.

Initial Terminal Delay A penalty that is payable to crewmen when a train fails to depan a tenninal
within so many minutes of their on duty time, usually 90 minutes. Must
be reported into the CMD system upon tie-up of the crew through
information received on the delay report.

inside hostler see "hostler."

Interdivisional Service Service in which one crew operates a train over a territory which fonnerly
required two or more crews.

interdivisional service through freight service that operates runs over two or more divisions or
seniority districts.

Job A crain, yard engine or other work requirement that is protected by an
assigned crew or individual, a crew from a rotating crew board or an
individual from an extra board.

Job Number A number assigned to a specific job used for identification within the
CMD system.

jump up the act of rearranging a regularly assigned man from his regular
assignment to work an earlier assignment. Same as: "reach ahead."
Contrast with "step up."
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Junior The employee, of two or more employees, who has the least seniority
(latest seniority date).

laid in an established assignment which has been deactivated for one day, as for
a holiday. See "annul."

laid out an established assignment which had been laid in or annulled and is
re-activated.

layoff mark off.

Last-In The crew or individual who has the latest board placement time.

Lay Off The action taken by an employee to temporarily remove him-or-herself
from an active working status. While in this inactive status, an employee
is not available to protect work requirements unless contacted in an
emergency situation.

Lay Off On Call The action taken by an employee to remove him or herself from an active
working status at the time that notification is received to protect a specific
work requirement. Penalty for this may result in employee being "held
off' for a set period of time.

Lay Off Personal A reason for requesting an inactive working status (other than illness,
death in family, etc.) that is generally granted only if there are
sufficient extra employees available to protect projected work

requirements.

Leave of Absence An inactive working status that is fonna11y granted for absences of more
than 30 days in duration.

an engine moving without caboose or cars attached.

light engine crew a crew whose task is to deliver light engines.

line of road that pan of the railroad between terminals.

Lineup A listing of ttains and jobs with estimated on-duty times that are expected
to operate during an 8 to 12 hour period.

Local A freight crain that does station work between its originating and
terminating stations. Usually is assigned service and works out of and
returns to a given location each day.
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Local Chairman A union's representative for a specific craft at a specific location.

Local Freight Service The class of crain service that sets out and picks up cars at intennediate
stations and perfonns switching at these stations.

Local Service Any train which does station switching or sets out and picks up cars at
three or more locations or performs switching in excess of a set number
of hours.

Location Either a home or away-from-home tenninal or an outlying point.

made-up crew a crew assembled from employees taken individually from extra boards
or other such sources, as opposed to a pool crew.

mark off to report as not available for work.

mark up to report as available for work.

Mark Up (Employee) The action taken by an employee to return him or herself to an active
working status (same as report).

Mark Up Board The process of updating board infonnation to reflect the current status of
all individuals, crews or jobs listed on that board.

Mileage The basis used for regulation of some pools and extra boards. Mileage
allowed is predetermined by the company and union, usually line miles
which is the mileage between two terminals, not including any arbitraries
earned.

Mine Switcher A class of train service in which switching is perfonned at a mine
installation that is served exclusively by a tipple and a series of tracks.

Minimum Layoff Time A minimum time that an employee may request an inactive working
status. established by agreements with some crafts to discourage attempts
to avoid undesirable jobs.

misplaced describing an employee who has been bumped but has not yet exercised
his seniority onto a new assignment. See also: "unassigned." Not the
same as: "out of place".

miss out marking off an employee account of not having been able to contact that
employee for notification of call. Same as: "out of place".
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Missed Call A situation that occurs when an employee subject to call fails to respond
to a notification to protect a work requirement and results in the use of
another employee to protect the requirement. Missed calls must be
reponed to an immediate supervisor.

move up to change the on-duty time of an established assignment to be earlier than
that which is designated for the assignment.

Must Fill Job Vacancy which is required by law or schedule to be fIlled in order to
operate a train. Examples which are must fIlls are engineers, flI'emen on
passenger trains, conductors, foremen in yards, and fIrst brakemen

positions.

must-fill position 1. all positions covered by Carrier-UTU agreement except those second
brakeman/yard helper positions in road and yard service which may be
blanked pursuant to Crew Consist Agreements. 2. The fireman/reserve
engineer position in passenger or hostler service.

non-called job an assignment for which the crew members are expected to report for
duty without being called. Some employees do have the right to be called
for a non-called assignment. Same as: "show up job"

non-prior right
employee

an employee on a seniority district with a seniority date subsequent to a
consolidation of districts into that seniority district. (e.g.: fonner-C&O
consolidated trainmen's rosters after May 21, 1982.)

non-protected employee employees hired subsequent to a protective agreement. (e.g.:
former-B&O trainmen subsequent to June 14, 1982; former-L&N
trainmen subsequent to February 1, 1986; former-WM trainmen hired
subsequent to September 2, 1986; former- B&O fIremen hired subsequent
to July 19, 1972.)

Notification The action taken to infonn employees of changes in their working status.
Generally, assignment and bump notification is verbal, job abolishment
and annulment notification is written.

oldest the most senior employee in comparison with other employees on the
same seniority roster (straight or consolidated) or Order of Selection List.
This is determined using such criteria as seniority date, promotion date,
seniority district, prior rights, and/or Order Selection List number.
Contrast with "first-out."

On/Off Duty Point The designated location where a crew reports for and is released from

duty.

one-day bump see "bump, 1 day.'
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one-day rolls see "bump, day,"

Open Hole Pennanent vacancy which is under bulletin or to be bulletined. In
CB&Q, displaced employees may bid vacancy and protect as if assigned
for the life of the bulletin. NP employees may also mark to the job and
it is considered no longer open.

open position a position on an established assignment that is available for claim on a
permanent or temporary basis.

Open Turn Position within a turn which is vacant and has no pennanent owner. May
be occupied by an employee who has displacement rights and places upon
turn for duration of bulletin.

Limited rights protected employees (brakemen) who have rights to only
"must fill" vacancies and assignments in yard service and on trains of
71 cars or less in road freight service. They do have rights to blankable
and must fill vacancies on trains of more tJ'1an 71 cars.

Borrowed, non-protected employees (brakemen) who do not have the
right to exercise seniority to or otherwise be used on blanked or blankable
second brakemen or second yard helper positions.

orange book an agreement describing various guarantee items.

Order Selection List the number indicating the relative number position of one employee in
relation to another employee of the same craft but not necessarily of the
same seniority district, both working in the same yard, for use in
determining right to an assignment. See "allocation table" for the method
of determining the OSL number.

OSL number See "Order Selection List number."

out of place marking off an employee account of not having been able to contact that
employee for notification of call. Same as: "miss out". Not the same
as: "misplaced".

A job that has an on/off duty point at a location other than in the home
terminal of the seniority district to which the job belongs.

outlying point a reponing location for an assignment where no extra list is maintained.

outside hostler a two man crew, hostler (fireman) and conductor/ foreman, used to deliver
engines from and bring them back to the engine house facility. Conttast
with: "hostler."

A -22



overtime list a list of employees requesting extra work on their rest days. See also:
"additional service list," "engineers' supplemental list," "flfemen's
rotating board." Overtime lists basically rotate on a flfst-in-flfst-out basis
although the order of marking up to the list may be controlled by seniority.

parent assignment see "assignment, parent."

Past Practice A work rule or agreement that, although unwritten, has resulted from an
undisputed application over a period of time and is assumed to be
mutually acceptable to both the railroad and the labor organization
involved.

Patching SP tenn for "dog catching.'

Pending A Call A status which a call to an individual may be placed when an employee
has not been actually contacted.

Permanent Bid Listing of job selections in preference order kept pennanently on file
and referred to in the event the employee is displaced or a vacancy exists
for immediate placement.

Permanent Vacancy A vacancy created when an employee has been, or it is reasonably certain
that he will be, absent for 30 days or more. Permanent vacancies are
filled with a new owner and previous owner usually returns with

displacement rights.

Personal Leave Days Days allowed to road trainmen in lieu of paid holidays, for which
payment is received, based on continuous service dates with Burlington
Nonhero Railroad. Requests for personal leave days must be submitted
in writing and actual layoff documented by crew caller within the cr...m

system.

pilot an employee assigned to a crain when the engineer or conductor is not
qualified on the physical characteristics or rules of the railroad or portion
of the railroad.

Pilot Service SeIVice performed by a qualified conductor or engine foreman in the
movement of a lite engine over the road or within a terminal. Also,
seIVice performed by qualified conductors or engineers in providing
guidance to crews who are operating trains over territories they are not
qualified on.

pool a group of crews protecting some service. The crews in a pool will be of
one type: engine, engineer, fireman, reserve engineer, train, yard transfer,
or combined.
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Pool A grouping of crews (either train or engine) which are used on a rotation
basis to operate trains over a designated territory.

see "assignment, pool."

pool crew anyone crew or set of employees, either engineman, engineer, fIreman,
reserve engineer, trainmen, yard transfer, or combined trainmen and
enginemen, which rotates on a fIrst-in-fIrst-out basis with other crews in
a pool protecting some service. Employees are assigned to and work with
a particular crew in a pool.

position a post on an assignment (e.g.: engineer, fireman, reserve engineer, hostler,
conductor, foreman, head brakeman, flagman, helper, third brakeman,
etc.

Prior Rights An employee's claim to work ajob assignment on the territory of a fonner
seniority district when a consolidated seniority disnict is created by
merging two or more districts. Prior rights may take precedence over
seniority dates.

an employee on a seniority disnict with a seniority date prior to the
consolidation of disnicts into that district. The prior right employee has
seniority rights on his prior right zone over older employees who are not
from his prior right zone. (e.g.: former-C&O trainmen hired prior to May
21, 1982 have prior rights on their prior rights zone.)

prior rights zone a constituent part of a consolidated seniority district over which
employees hired before the consolidation have rights.

Promoted The process by which an employee who is qualified and has satisfactorily
passed the prescribed examinations and is authorized to work a higher
rated craft. Firemen, brakemen and switchmen may be promoted and
authorized to work as engineers, conductors, foremen, etc.

Protected Rights Rights allowed trainmen through Crew Consist Agreement, fully
protected, option I (limited protection), option 2 (non-protected), or
"N" (same as option 2).

protects tenn used to delimit the assignments which are expected to be covered
as opposed to those which are covered in unusual conditions. Protecting
also implies a right to the same assignments, e.g., yard engineers' extra
board would protect yard engineer vacancies and would have the fIrst
rights to fill such vacancies; an assigned yard engineer would only protect
his assignment and would only be used on another vacancy if the extra
board could not fill it.
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protected employee an employee hired prior to the effective date of a protective agreement.
(e.g.: former-B&O trainmen hired before June 15, 1982; former-WM
trainmen hired before September 3, 1986; former-B&O fIremen hired
before July 19, 1972; former-L&N trainmen hired before February 1,
1986 who are not on furlough.

pull little used tenI1 for bump or roll.

Qualified Description of an individual who has complied with the specific
requirements or conditions of a job or class of service.

reach ahead to rearrange a regularly assigned employee from his assignment to work
an earlier assignment. Same as: "jump up." Contrast with "step up."

rear brakeman another term for flagman. This term does not apply to any member of a
reduced crew.

Recall The restoration of an employee to an active working status from an
inactive status (cut off, furlough) to increase the number of employees
maintained in an active working status.

Reduced Crew A crew that operates with a conductor (foreman) and one brakeman

(helper).

reduced crew a train crew that operates with a conductor/foreman and one

brakeman/helper.

Reduction In Force The cutoff or furlough of a number of employees due to a decrease in
work requirements. In a reduction in force, employees are placed in an
inactive status in reverse seniority order.

Register Book in which crews document individual crew members' names, on and
off duty times of tha~ tour, tenninals operated to and from and the time
off duty preceding the beginning of their last tour of duty.

regular assignment see "assignment, regular."

Regular Man TY &E employee that works a specific assignment as owner of a job. In
yards. employee that is assigned rest days.

Reinstatement The process wherein an employee is returned to service with the railroad
after being dismissed with all or partial work privileges and retainrnent

of seniority.

relief assignment see "assignment, swing.
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Relief Job A job that is designated to perfonn the work norn1ally assigned to other
jobs on that job's rest days (days not scheduled to work).

to allow the employees on an assignment to go off-duty. Contrast with
"aITive."

relieve

In some circumstances, an employee can give up (throw-up) assigned
service and request placement to another position within his zone.
Reference must be made to governing rules as each location and craft
may be different. The craft which implements this is mainly trainmen.

Relinquishing
Assignment

An employee who is qualified and promoted to work a higher-rated craft
may give up the right to work that craft. Specifically, brakemen may give
up their conductor rights and switchmen may give up their foremen
rights. Must be submitted in writing as they may also give up seniority

rights.

Relinquishing Rights

an employee is a: representative of the assignment if the last previous
work of the employee was as a member of the assignment on the last
previous use of that assignment, and the employee has not since marked

off or layed off.

represents an

assignment

a promoted and qualified former-L&N engineman who is assigned to an
engineman's position other than an engineer's position. He may be
assigned to the First Pool Reserves, fIlling a reserve engineer's position,
on an assignment with an engineer, on a hostler assignment.

reserve engineer

a group of reserve engineers which protects vacancies in road, yard, and
shop engineer service. They work first-in-flfst-out like an extra board.

reserve engineer pool

reserve engineer a position on a former-L&N road or yard position assignment which is
equivalent to a fireman position.

rest period or break in service for Hours of Service consideration.respite

The designated day or days of the week that a crew or job is not scheduled

to work.
Rest Days

The status of an employee who has been off duty for a prescribed number
of hours since the end of the last tour of duty.

Rested

an employee who has been off duty for at least eight hours plus any
additional requested rest time plus any additional rest time required by
the hours of service law or by agreement. See also: "undisturbed rest"

rested
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rested assignment as assignment for which each position is in one of the following thre
states: 1. Vacant or open; 2.0ccupied by an employee who does no\
represent the assignment (See "represents an assignment") without regard
to the employee's rest status; 3.0ccupied by an employee who does
represent the assignment and who is rested.

Restoration To Turn Occurs after a turn has been runaround en route and has requested to be
returned to it's proper location within the pool.

road assigned crew a crew that is assigned to a particular set of trains.

Road Crew A crew that operates a train or perfonns work beyond the boundaries of
a tenninal.

Road Rotation Assigned service that protects multiple road assignments and may tie up
during the tour of duty at multiple away terminals.

Road Switchers Freight crew working within a 35-miie radius of a specified location
where no yard crews are employed.

another tenn for bump. The different types of "bumps" or "rolls" are
defined after "bump".

a road assignment.

runaround the act of using an employee or assignment which is not fIrst-out to be
called before using the proper employee or assignment.

Runaround Violation of first-in, first-out agreements or other applicable agreements
governing the placement of individuals or crews on a board.

Runaround En route A situation that occurs when two or more crews are called out in the
proper order from a -terminal and arrive at the opposite terminal in a
different order due to actual passing of each other en route in whatever
mode of transportation they were called for.

Sadie Hawkins Days A specific date during the year where TY &E employees can be reassigned
within locations in accordance with permanent bids on file regardless of
where currently working at that location and without displacement rights.

second brakeman the blankable brakeman position when such a position exists. Contrast
with "brakeman 2."
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Second Pool the group of fonner-L&N engineers used primarily to protect vacancies
in extra freight and yard service. Employees bid on positions in this pool
and rotate in first-in-first-out sequence like an extra board.

Senior The employee, of two or more employees, who has the most seniority
(earliest seniority date).

Seniority Date The date which identifies the fIrst day that an employee worked in a
particular craft on a specified seniority district. Also, with reference to
promotion, the date on which an employee was allowed to work a higher
ranked position.

Seniority District Designated territory that an employee's seniority rights are valid within.

seniority district a group of employees, each of the same union and craft working on the
same territory, whose seniority may be used to determine relative

ranking.

the list of employees on a seniority disnict arranged in order by hire date
or by some common promotion date.

seniority roster

Separation of Trip Method of calling a crew or individual or crew when it is desired that
they claim deadheading and service performed as separate trips, with a
minimum of a basic day's pay for each.

sequence time the time which detennines the relative position of a particular crew within
the group of similar crews or an extra board employee on the extra board.
Except for newly established crews or extra board positions, the sequence
time, as specified by the various agreements, is an arrival or relief time
from the last use of the crew or extra board employee.

Service Code Code within the CMD system to identify what type of service is being
accessed by the function/subfunction.

Date employee was fIrSt hired by railroad and established his flTSt
seniority date.

Service Date

set back to change the on-duty time of an established assignment to be later than
that which is designated for the assignment.

extra men with five or more regular starts.set over

to change an employee from fireman or reserve engineer status to
engineer status. Conn-ast with "step up."

set up
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Attempt to notify an employee of his assignment by personal contact.
He must live within predefined limits from his working location, i.e, one
mile from yard office. Used in cases where an employee does not have
a telephone or cannot be reached by telephone and lives within calling
limits.

Sharpshooting The manipulative actions that some employees exercise in an effort to
work desirable jobs and avoid undesirable jobs.

Shift The tour of duty of an individual or crew working ajob that has scheduled
on and off-duty times. Also, the time frame during which scheduledjobs
nonnally go on and off duty.

Shifts Grouping of yard assignments within a specific time frame.

shop engineer fonner-L&N tenn for hostler.

Short Turn Around
Service

A crew used from a terminal to a non-specified point and returned to that
terminal any number of times.

show up job an assignment for which the crew members are expected to report for
duty without being called. Some employees do have the right to be called
for a show up assignment. Same as: "non-called job"

sixty-day bump see "bump, 60 day. II

sixty-day roll see "bump, 60 day."

Source of Supply Any point where road exn-a boards are maintained.

standard crew a train crew consisting of a conductor/foreman and two

brakemen/helpers.

start count the count of regular yard starts made by an employee or an assignment.

Start Time The time that a regularly assigned job is scheduled to go on duty.

Station A location designated in the timetable by name and number at which a
train may stop for traffic, pick up and set out cars or enter or leave the
main track.

Station Number A five-character numeric symbol used to identify locations on the

railroad.
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step up to rearrange a fireman/reserve engineer to work an engineer position on
the same assignment; to rearrange a brakeman/helper to work the
conductor/foreman position on the same assignment. Contrast with
"reach ahead," "jump-up," and "set up."

straight seniority type of labor agreements which allow enginemen to hold either engineer
or fireman/reserve engineer assignments or which allow trainmen to hold
either conductor or brakeman assignments without regard to a younger
employee holding an assignment requiring promotion. Where straight
seniority does not apply, all employees above a certain point in the
seniority roster must hold assignments requiring promotion and all
employees below that point must hold assignments that do not require
promotion.

straightaway run a run from one terminal to another.

supply point a real or hypothetical location identified by mile post where an exn-a
board is maintained.

Suspension Discipline assessed an employee after a formal investigation wherein
employee is not allowed work privileges for a specified number of days.
Employee retains seniority rights, but may also be assessed
disqualification to work selected assignments.

swing assignment see "assignment, swing."

switchman yard trainman, including foremen/conductors and helpers/brakemen.

Switchman An employee whose work generally involves the movement of cars
within the boundaries of a terminal.

Switchman (helper) A member of a yard engine crew who works under the supervision of
the engine foreman. Crew may have a minimum of one switchman
under crew consist agreements, two for a regular crew or a maximum of
three.

tag day relief a regularly occurring swing assignment of less than five days which is
filled by extra board personnel.

Temporary Vacancy A vacancy created by an employee being absent from his job, for any
reason, for less than 30 days. Temporary vacancies are usually not
bulletined.

ten-day bump see "bump, 10 day.
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ten-day roll see "bump, 10 day,"

third brakeman an additional trainman required by the "Full Crew" law, in effect in some

states, on road through runs with more than 69 cars, excluding the
caboose.

thirty-day bump see "~ump, 30 day.

thirty-day roll see "bump, 30 day.

The class of train service that operates freight trains between crew change
points. This class of service may make pick ups or set outs at intermediate
stations, but may not perform station switching.

tie-up the infonnation about an assignment's aITive and relief.

Tie-u p The action of an individual or crew going off duty.

Tie-up Point The location where an individual or crew goes off duty.

Times Out The request by an individual to know his standing or sequential position
he is currently occupying on a rotating board. For example, the
individual or crew that is standing for the next call to be received is "fIrst
out".

Time slip (trip slip) The fonn that is submitted by crews and some individual employees to
provide the infonnation needed for payroll preparation.

top-to-bottom method of combining two or more prior bottom-to-top rights zones into
a consolidated seniority district. The employees are arranged in seniority
order in their prior right zone list and then each prior right zone is placed
as a block of employees into the consolidated list. The ordering of the
blocks will vary depending upon the use to which the roster is being put,
e.g., at Atlanta the former-Arr and former-L&N engineers are divided
into five blocks which are arranged into three different orders.

train an engine or more than one engine coupled, with or without cars.
Operating Department rules add the clause "displaying a marker(s)".

train crew the assigned train service employees. They are usually, but not always,
conductor and brakemen.

Train Director A clerical function which directs train and engine movements within the
Memphis Tennessee yard.
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Train Number The symbol used to identify a specific trait1. This symbol may bc
comprised of alpha, numeric or a combination of both characters.

train pool a group of crews composed of one conductor and two brakemen.
Employees bid on positions on specific crews and the crews rotate in
flfst-in-first-out sequence to protect service on a specified territory.
Contrast with "made up crew."

train pool crew anyone crew in a train pool.

trainman any train service employee, including conductors/foremen and
brakemen/helpers. This tenD is usually reserved for road employees.

Trainmen A tenninology used for grouping employees who are responsible for the
movement of trains. Conductors and brakemen are included.

Turn A crew that is assigned to a pool.

Turn Around Service A crew used from a terminal to a specific point and returned to mat
terminal one time only.

Turn Number A unique number by pool assigned to each turn within that pool.

turn-around run a run which works out of a tenninal to an intennediate point and returns
to the same terminal.

unassigned an employee at a crew supply point who has no assignment.

Unassigned Service Service wherein the crews do not have a specific ttain, on duty time or
work schedules. Protected by pool service or extra board. On-duty
location does not have pools.

undisturbed rest a calling condition requestable by a former-L&N engineer or conductor
who represents an assignment This demands that their respective crew
will not be contacted for duty until after they have had a minimum of ten
hours rest prior to the one hour and thiny minutes calling time allowed
before the on-duty time of the assignment.

User Intervention Terminology in decision table steps to identify circumstances wherein
crew caller must manually make a decision as to whom to call for a
vacancy. User intervention field contains specific instructions to follow.

Vacate The process of leaving one's assigned job pennanently.
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Vacation Operating employees receive from one to five weeks vacation per year
depending on service date. Vacations must be taken in seven-day
segments starting on Monday and ending on Sunday unless employee
has assigned rest days, in which case vacation starts on fITSt working day
after rest days.

Waiting Turn Situation wherein an employee who is assigned to a regular turn or job,
who, for whatever reason did not go out on or with his regular assignment
The individual, when returning to an active status, is then waiting for his
turn to come back into the home terminal. Occurs at home terminal only.

Wheeling The process of moving yardmen after the initial marking of the yard
board to protect must fill vacancies in the yard.

work one's way out of
the terminal

to be allowed to hold an assignment while one's seniority or Order
Selection List number is such that the employee should be cut off or
furloughed. An employee working his way out of the tenninal will be
allowed to hold assignments until he can no longer hold any assignment

work train a train used in non-revenue service, such as unloading ballast or laying
rail.

Work Train A train which is called to assist the company's maintenance of way and
B&B departments. Crews perform constructive service, such as
dumping rock, laying rail, etc.

Work Week Adjustment period used in regulating the number of employees
maintained on a yardmen's extra board, usually beginning with fIrst shift
called on Monday and ending with last shift called Sunday. Also, the
weekly period worked by ajob that has scheduled rest days.

working as an employee temporarily filling a vacancy on an assignment.

Wrecker Crew A type of work train called to assist at a derailment.

a full sized crew (engineer, conductor, flagman, and head brakeman)
whose purpose is to travel to the place of a derailment and assist in
clearing it.

wrecker service crew

Yard Board A listing of the crews that are assigned to the regular and relief yard jobs
that are worked in a tenninal.

yard engineeran engineer in yard service.
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yard foreman a train service employee in charge of a yard crew.
conductor."

Same as "yaId

yard pool transfer a yard assignment without an established on-duty time that is used
primarily to ttansfer cars from one yard in a terminal to another yard.

Yard Service Employees who are assigned (or marked up) to switch engines as opposed
to road service.

Yardmaster A supervisor that is responsible for the overall supervision of yard crewsworking within a teIminal. .

youngest the most junior employee in comparison with other employees on the
same seniority roster (straight or consolidated) or Order of Selection List.
This is determined using such criteria as seniority date, promotion date,
seniority district, prior rights, and/or Order Selection List number.

ZZZ Circular 7 Location A five-character alpha/numeric symbol u.sed by the Missouri Pacific
Railroad to identify locations on the railroad. This symbol is comparable
to the B operating station number.

1 day bump see "bump, 1 day."

1 day roll see "bump, 1 day.'

10 day bump see "bump, 10 day.'

10 day roll see "bump, 10 day."

14 day bump see "bump, 14 day."

14 day roll see "bump, 14 day.'

30 day bu mp see "bump. 30 day."

30 day roll see "bump, 30 day."

40(b) the rule in the fonner-C&O agreement with yard trainmen providing for
the use of furloughed employees who have filed a written request for
emergency work.
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53 B the rule in the forrner-C&O engineers agreement which provides for the
use of a promoted fireman to fill an engineer vacancy and which allows
that fireman to work back to his home terminal as an engineer even
though an engineer might become available on the engineers' extra list
during the interim.

see "bump, 60 day."

60 day roll see "bump, 60 day.
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